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Electric Semaphore BlockSignaling Apparatus. 


This apparatus is the invention of Mr. Frank Russell, of Lon- 
don, and the following description was communicated by the 
inventor to Jron, and published in the number for April 12, 
1873 : 

The application of the electric telegraph for the purpose of 
signaling trains on railways is so well known that it is not our 
purpose to enter into any superfluous inquiry as to its —_ 
and progress, but simply to illustrate and explain the particular 
system here described. 

Of late years railway traffic has been so much developcd that 
the necessity tor the * biock” system 
—2. ¢., that two trains or engines 
are not to be aliowed to run on the 
same section of line at the same 
time—is thoroughi y recognized and 
is being rapidiy developed. The 
system of signaling from station to 
station is now the rule, instead of 
being, as heretofore, the exception. 
The great object in block-signaling 
should be to assimilate as closely as 
possible the electric signals with the 
signals exhibited to the drivers on 
the line. By this means they are 
readuy understood, and mistakes are 
much less likely to occur. 


For this purpose an electric sema- 
hore blvck-signaling instrument 
as been andenk by the author, The 

—— cousists of a case in which 
the works are contained, having on 
the top a miniature post, made in 
brass, 18 inches high, on which are 
mounted one, two or more sema- 
pbore arms, disks, or cross arms, a8 
occasion may require. Thus it will 
be seen that the apparatus may be 
modified to the requirements of any 
line. ‘These arms or disks are 
painted red and white, similar to 
the fans of the outdoor signals. On 
the top of the case, in front of the 
column, is a switch or spring lever, 
working ina quadrant precisely sim- 
ilar to the quadrant placed in the 
signal-box, which serves tu threw 
the battery current into the line 
wire. The spring on this lever is 
sufficiently strong to — any 
accidental movement. In the front 
of the instrument is a tapper, or 
ringing-key, four sounding the bell 
at the other station. The bell is 
contained in the lower part of the 
case, 

By combining the whole of the 
wome for both lines of road and the 
beil signal in one case, we consider 
that the arrangement for block 
signaling is very materially simpli- 
fied, there being a:ways an objection 
to the use of numerous pieces of ap- 
paratus. Tue same siguals are used 
to denote “line blocked” and “ line 
clear” as are actually exhibited to 
the driver of the train. In its nor- 
mal position the instrument denotes 
“line block,” that is, with the arms 
up. So long only as a current is 
caused to flow from the battery to 
the line will the arm fall to ‘‘all 
clear,” because the moment the 
current is cut off, from any cause, 
the arm flies up to dauger, the whole 
apparatus being in equilibrium. It 
is, therefore, manifest that it is im- 

ossible to lower the red arm except 
the action of the electric current, 
or to maintain that safety signal 
except by the constant effect of the 
battery at the other station; and, 
therefore, as the red arm can only 
be lowered from the station toward 
which the train is approaching, the 
signal must be under the sole con- 
tiol of the signal-man at that sta- 
tion. 

As before observed, the position 
of the arms is the samé as seen on 
the out-door siguals, consequently 
if a signal-man ynderstands the one 
he cannot fail to interpret the mean- 
ing of the other. The white arm of 
this arrangement is worked electric- 
ally by the switch of its own instru- 
ment, anu shows the signalman the 
position in which he has placed the 
electric signal at the other station. 
In this arrangement three wires are 
employed for the bell signals and 
arms for a pair of roads. 

Some instruments have been de- 
vised in which only one wire is used 
for both roads and bell, but this 
system cannot be recommended. In ° 
cases where three wires are em- 

loyed, the all-clear signal can on 


1 
e maintained by an athe lom | flow of electricity, and the ; 


result is that if any accident happen to the instrument or wire 
thearm immediately flies up todanger. But, on the other hand, 
if only one wire is made use of, the necessary signals are pro- 
duced by momentary currents, and the permanesce of the sig- 
nal is due to the residuary magnetism ; the result in this case 
being that no indication is given of any derangement of the 
instrument or wire, and safety may continue to be exhibited 
where danger in reality exists. Moreover they are liable to be 
reversed or demagnetized by lightning and other atmospheric 
disturbance. With the one-wire system, it the wire breaks 
down the whole block section is thrown into derangement; but 
when three wires are employed, if one wire breaks, sigualing 
can be carried on by means of the other wires. 

In the case of the junctions, any number of wires in modera- 
tion may be attached to one column, or two or more columns 
may be planted on one case. The electric signals are treated 
namely, constantly main- 
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tained at danger except when taken off for the purpose of ad- 
mitting a train. 

The switch levers are fitted with a very ingenious arrange- 
ment for locking, so that the movement of one switch over to 
* off” locks ail the others over to “on ;” and thus no bravch 
train can be signaled to enter within a junction section, when 
the train bas to cross the main line metal, eo long as a train is 
signaled on the main line ; and whena branch train is signaled 
as approaching, the main roads that would be fouled by the 
crossing of the branch train are blocked until that train is clear 
of the points. 

‘Lue uternal arrangements are very simple. The armature 
of au electro-magnct is connected with one end of a rocking 
crank-lever, the other end of the lever being connected with a 
wire. Wheu the electro-magnet is excited the armature ap- 
proaches it, depressing one end of the rocking lever and 
elevating the end in connection with the wire. This wire rises 
in the hollow column and lowers the arms. Figure 8 shows the 
perspective elevation of another form of the same apparatus, 
which is entirely inclosed in a case. 

Intermediate semaphores, as they are termed, are for level 
crossings, etc., where there is a gate-keeper. These instru- 
ments are not provided with batteries, ringing-keys or switches; 





the gate-keeper, therefore, has no power to send a signal ; but 
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this purpose, but only a few yards of wire, and when the line ig 
again clear they would be able to restore the arms to their pre- 
vious position. In this case the normal position of the arms 
would be at “all clear.” his apparatus vas been designed to 
place telegraphic train-signaling on its proper footing, to pro- 
vide an instrument mecting all the varied requirements for 
lines of railway, and to demonstrate to railway authorities what 
& power to expedite traflic, secure safety aud instill confidence 
may be obtamed by an extension in the use of telegraphic 
train-signals. The principle and mode of action of these instru- 
ments may be seen at Messrs. F. Russell & Co., No. 2 Ta.bot 
court, Gracechurch street, Loudon, E. C., and Chippenham 
Mews, Harrow Road, London, W., Exgiand. 








Sontributions. 





Confession of a Deadhead. 





To THE Epiror oF THz RatLnoap Gazette : 

I have read with delight and amusement your editorial en- 
titled ‘Applicants for Passes.” You divide the applicants for 
free railroad paeses into four class- 
es: clerical, charitable, official and 
journalistic, aud give specimens of 
their begging letters. To the latter 
class I belonged. I put ashes on my 
head, and smite my breast and cry 
** peccavi !” 

Many years ago I was a youth on 
my father’s farm, and “ fed my flocks 
upon the Grampian hills, a simple 
swain ;” but in an evil day I quitted 
it and went and joined myself to 
publicans and sinners. I became an 
attaché of an influential daily news- 
paper. My first experience was on 
being dispatched to the front as 
‘our own correspondent.” The 
veteran river editor wont and saw 
the captain of the steambvat which 
was tu convey me, and to my won. 
dering surprise and delight, that 
exalted official aud pearl of all gene 
tlemen not only received me with 
distinguished courtesy, placed me 
by his side at table, and embraced 
many occasions to converse with mé 
during the trip, but when I offered 
him my passage money he assured 
me it was ‘‘all right,” and seemed 
almost offended. I was penctrated 
with gratitude. I was overwhelmed 
with a sense of undeserved distinc- 
tion ; as if I were a person of mighty 
consequence. As N. P. Willis says, 
“T felt that this captain had been 
the first man to appreciate me, to 
perceive my unvbtrusive worth.” 
In writing a little account of the 
voyage, how could it have happened 
otherwise but that I should several 
times have made favorable mevtion 
of the Bayou Belle No. 2, when it 
was not absolutely necessary for the 
purposes of history? 

But the Confederates did not make 
the invasion that was covtemplated 
and I was recalled home, and for 
several weeks I walked or ran up and 
down the streets in feverish purauit 
of items as to how the latest rune 
away occurred, and how some gon of 





ELECTRIC SEMAPHORE BLOCK-SIGNALING APPARATUS. 


the instruments are so connected up in the circuit of the block- 
signaling wires that every signal passing between the station 
on either side moves the arms of the intermediate instrument ; 
and when provided with a bell, warns the gateman in language 
that cannot fail to be heard, seen and understood, of the trains, 
either up or down, which may be approaching, so that he may 
close the gates against road traffic. 

It will be readily understood from the foregoing that the 
interior mechanical arrangements and method of working these 
instruments are precisely the same ; they differ only in external 
form. Other applications of the instrument will readily sug- 
gest themselves, and will be found exceedingly useful at large 
goods depots and sidings wher: feaing & continually going on. 

These semaphore instruments may so constructed as to 
be perfectly at the command of the plate-layers on the line. 
Should either or both lines be interrupted, they would be able 
to ring the signal-bell and Ne up the red arm against trains in 
either or both directions, No battery would be required for 











& sea cook quarreled with his neigh. 
bor and shot him in the abdomen, 
Not once did I think of riding in 
the horee cars except on occasions 
of profound leisure, avd then I al- 
ways paid for my ride, as a matter 
of course, out of my slender weekly 
wages. But on New Year’s Day there 
came to the office a complimentary 
ticket for cach member of the edi- 
torial staff, over every horse-car 
route in the city. It was not—alas} 
it must be admitted—in the average 
editorial (or other human) nature 
to decline receiving them. The 
editor, and especially the city ree 
porter, rises extremely late in the 
day, and for an hour is oppiessed 
with an intolerable languor and -a.. 
gitude. A borse-car ride (in the 
middle of the forenoon, when they 
go empty) is grateful to him, and is 
often the highest luxury bis consti- 

tutionally impecunious condition 
will allow. He is bound to a police station in the 
extremest subuibs of the city, and it would be cruelty 
to compel him-to walk. The free horse-car ticket is 
a sore temptation to him ; he uses it, of course. The car runs 
over some poor little, houseless, barefoot vagabond, one of the 
waifs of a great city, and crushes him into a lifeless, bleeding 
mass. It is a most piteous and saddening spectacle. It is 
directly the fault, we will suppose of a brutal and 


reckless driver, but remotely, though none the less surely, of 
a heartless company who overwork that driver until the loss of 
sleep makes him callous, sullen, imbruted. In his undis- 
ciplined ignorance and the yet unschooled freshness of his 
sympathies, the reporter writes an account of the occurrence, 
placing the onus of blame upon the shoulders where it belongs, 
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He feels a sentiment of just and strong indignation, and gives 
that sentiment utterance. Butthe editor-in-chief is wiser than 
his rash lieutenant. He has an eye to business. He is looking 
forward to the next New Year’s Day and the distmbution of 
passes. When his subordinate’s proof-sheet is sent down to him 
he carefully reads it over and “cuts” certain passages. He 
mollifies the phrasing so that it will bring the company no scath. 
The boy is dead, and was a nuisance at best, but the company 
lives and will have more tickets to distribute. He looks better 
than his reporter even to his interests, for ho knows that with- 
out the pass his horse-car fare would devour half his weekly 
wages. It was avery “melancholy occurrence,” of course, but 
then the boy committed a deplorable mistake in being under 
the car. All the other lines of the city may prove themselves 
highly competent, meritorious and watchfal in their manage- 
ment throughout the year, and that fact will be duly com- 
mented on in the journals; but for this one act of infamous 
carelessness nobody can be scotched. 

After a while the correspondent goes down to the army again. 
By wrapping himself in a soldier’s great coat and riding with 
them in a cattle car, he contrives to smuggle himself through 
General Sherman’s cordon, and get quite down to the front. 
The Confederates are making a rapid and daring advance. 
They concentrate on an outpost held only by a single army 
corps, and with one fierce onset crush it inand beatit back. 
So swiftly do they pursue that their advance guard laps ourrear 
by half a mile in the night when they encamp. The Federals 
escape annihilation with the skin of their teeth, and with the 
sacrifice of many brave lives. 

By means of those occult and mysterious channels of commu- 
nication known to the newspaper correspondent, he learns that 
all this happened through the fault of a drunken engineer. He 
lay in a sottish sleep at a certain station when he ought to have 
been rattling his engine down lively, carrying the news from 
headquarters of the Confederate advance. Although he 
travels on an office pass over that railroad, the correspondent 
has not fully learned the ways of wisdom. In his letters he makes 
due mention of the above circumstance. After having liberally 
praised the company’s management in other respects iu for- 
mer correspondence, he considers himself entitled to rasp sharp- 
ly upon the one heinous offense of retaining such an engineer 
in service. But his chief again intervenes. He buries the most 
obnoxious sentences under a long, black, oblivious furrow—alli- 
net atrum traverso calamo signum. When the letter appears in 
print there are suspicious locking thin places in it. The letters 
straddle far apart, striving to fill up the space, like a line of 
battle with every other man knocked out of it. The company's 

feelings might be hurt, and the pass be withdrawn. And they 
are hurt, notwithstanding the letter had its rough places 
ironed out. They telegraph to the paper a categorical and 
ferocious denial of the whole story. In pure self-defense the 
correspondent reiterates, but this time the whole paragraph is 
“‘eut.” Thus he is stultified and belied in the eyes ot all the 
paper’s readers. At the same time his chief confidentially 
writes to him: ** We have private information conceruing the 
engineer of whom you wrote which confirms your account. But 
it is not best to stir up a controversy with the Railroad 
Company. Inclosed find draft for $200.” 

Thus railroads do make beggars of us all. Though I in- 
hernted from my ancestors, I am proud to believe, as much 
honesty as falls to the portion of average humanity, for several 
years | was a dishonest man, made so by the free-pass system. 
Heaven forgive me for the rides I tried to prig or to beg. I 
came to regard the pass as my right, as much as did the 
woman with the “‘bone trog felon.” I considered it one of the 
perquisites of the reportorial office. I had been educated to 
look for it and to expect it. Is it was not voluntarily tendered 
L intrigued for it. I carried with me scraps of my best litera- 
ture. Ihad my name and the newspaper’s nanie copperplated 
on highly polished cards. 

There is no earthly reason why a newspaper man should re- 
ceive @ pass more than any other person. If his paper can- 
not live without it, let it die, and the sooner the better. Every- 
body who kuows anything of the inside of newspaper offices 

knows that those which “ pay their way” also pay the best div- 
idends. 

As remarked above, for several years I was grievously de- 
banched in my conscience by reason of railroad pisses. I 
haven't got to be quite an honest man yet, but I’m a good deal 
honester than I used to be. Iam honest enough to buy a ticket 
always before getting aboard, but if the conductor doesn’t 
come along te take it up, Iam not going to the smoking-car to 
look after him. I fally believe and proudly hope that if no 
railroad company affer me a pass for the next two years, I shall 

_ get to be a just and upright man again. 

- And finaliy, Mr. Editor, as one who has been the recipient of 
many free passes, sought or unsought, and who may therefore 
be considered to speak without envy or jealousy, I give my 
emphatic indorsement to the advice you offer the railroad com- 
panies—“ Work out your own salvation.” There always will be 

. a lamentable number of sycophants, beggars and whiners in the 
world, and no action of the companies can ever decrease the 
number of them; but let them uniformly and rigorously refuse 
to grant passes, and they will repress their outward manifesta- 
tions if they do not change their inbred characters. 
' STEPHEN Powggs. 











Fall of the River des Peres Bridge—Correction. 





PrirrspurGH, June 21, 1873, 
To THe Eprror oF THE RAmRoAD GAZETTE : 

Please to give the following a prominent place in your 
columns. ; : 

Ihave been informed by Mr. J. H. Morley that ho was Chief 
Engineer of the St. Louis & Iron Mountain Railroad at the time 
the bridge over the River des Peres (which fell January 3, 1873) 
was built, and that a pile foundation was placed under both 
piers. In my article of March 26 describing the fall of this 


structure, I inferred the absence of such foundation from the 
evidence I was then able to collect, and gave my deductions ac- 
cordingly. Cuas. A, Suir 











Discussion on Car-Axle Journals. 





We give below the full report of the discussion in the Master 
Car Builders’ Assodiation, at Boston, on the report of the Com- 
mittee on Axles, Journals, Oil-Boxes and Center-Plates, which 
consisted of Messrs. Kirby, Adams and Hoit. The report was 
published in the Ramroap Gazetre of March 15 last. It 
recommended the following specified sizes of journals and axles 
for all new work, both for passenger and freight service, and 
also for old cars as far as practicable : 

* Length of axle, between outside collars, 6ft. 10in. 
‘Thickness of collars, ¢ inch. 

** Diameter of axles at wheel seat, 43 inches. 

‘Diameter of axle at center, 4 inches. 

‘Length of journal, 7 inches. 

Diameter of journal, 3} inches.” 


The Chair called for the report of the committee appointed 
at the last meeting on the subject of Axles, Journals, Oil-Boxes 
and Center-Plates, the committee consisting of Messrs. Kirby, 
Adams and Hoit. 

Mr. F. D. Adams, of the Boston & Albany Railroad, read the 
report of the committee as published in the Car Builder and 
RALROAD GAZETTE in the month of May last. 

Mr. Apams—I would like to say, in relation to this, that 
although I mgned this report as one of the committee, I was 
not myself fully satisfied withit. I was extremely anxious to 
state to the committee, when this report was made, that I 
should take the liberty of protesting a little against it myself per- 
sonally. Iam anxious for a larger-sized journal in diameter. 

On motion, the report was received. 

Mr. I. W. Van Hovuren, Pennsylvania Railroad—The con- 
vention has now received the report, and we kuow what the 
committee recommend; and in order to give the members 
an opportunity to reflect over this matter, [ move that the 
further consideration of the question be postponed, and made 
the special order for to-morrow morning at ten o’clock. 

After some little discussion the question was put and the 
motion lost. ‘ 

Mr. Wit11am Jonson, Erie Railway—This matter has been 
before the members of the Association in print for three 
months. It has been in almost all the papers, and every mem- 
ber must have made up his mind on one or two particular 
points. I think it unnecessary to go into any a. discus- 
sion upon it, but I would like to hear some remarks from the 
different gentlemen present. I move that the length and size 
of axle that the committee have adopted be the standard size 
of this Association. 

Mr. James McGee, Pittsburgh, Cincinnati & St. Louis Rail- 
way—I would like to ask of the committee recommending this 
length of axle, if it was made to conform with any large num- 
ber of trucks now in use, or whether it isa new length en- 
tirely? It is a little out of the length to suit a large number of 
cars with which I am familiar, and [ would like to knowif there 
is any other large number of trucks that it will suit—simply 
the length of axle without regard to the journals? 

Mr. F. D. Apams—To relieve Mr. McGee’s mind on that 
matter I will simply say that Ido not think the committee con- 
sidered that they were to take into account the length of the 
axles now used on any particulir roads. My own personal 
opinionin the matter was, that in coming to the conclusion to 
recommend some size for adoption by the convention, we should 
utterly disregard any stock that was on the roads, and that was 
what we wanted to arrive at by our circular; but wedid not 
arrive at it except in a very few cases. We asked the question 
simply and plainly as it could be put: What would you use for 
a standard axie if there were no axles in u-e? hoping in that 
way to get at the experience of all master car-builders. We de- 
sired them to state in their answers what size they thought 
would be best, without reference to anything that was already 
in existence; and in making our recommendation we have 
fixed upon the length we thought most desirable to have as 
tue standard length, without regard to altering the width of our 
trucks. But to remove any difficulty that may exist iv the 
mind of any person, I would say that we do not propose to 
alter any of the trucks sow running. We do not recommend 
that; we do not advise itin any way ; but we do propose, if we 
can establish a standard axle to be universally adopted by all 
the railroads in the country, to make all axles from the time of 
its adoption according to that standard, leaving our old stock 
to ruo just as long as it will. When those old axles begin to 
fail, the question will come up at once: How are you guing to 
meet the wants of these oldcars? They are not all going to 
decay at once. The axles are not all going to give out at once. 
We propose to do it in this way, if we have no axles on hand— 
and we would not advise any one to make any new ones of that 
kind—take five cars, for instance, or ten, if it is a large road; 
take those trucks out, take out the axles and —_ them in 
stock to supply the wants of the old cars, and replace or re- 
model those trucks and fit them up with the new standard axle. 
You have then put ten of your old cars into the new standard 
system, and you will have forty axles to supply your other cars; 
and continue doing that from year to year until ener are all 
altered over; a few at a time, and at the same time building all 
our new cars right along upon our standard plan. In this way, 
we thought we should accomplish the purpose we aim at. 

Mr. L. Garzy—I have a little statistical information bearing 
on this subject which it may, perhaps, be advisable to present 
at this time, as follows: — 

“The ‘total number of cars on broad and standard gauge 
steam-roads in tho United States and Canada, at the close of 
the fiscal year in 1871, was : 

Eight-wheel cars . 767 
Four-wheel cats 58,355 252,122 

“There are in the United States and Canada 103 car manu- 
facturing establishments, which have built during the year 
ending May 31, 1873: 








Cars for passenger-trainS...........-.22e-eseeeeecees 863 

Revenue Cars (various)..  .......ceeeceee cece ees .. 35,531 

Constraction Cars... .ccccccccccccce cocccccccccccccese 371 36,765 
“Cars built by railroad companies during the 

year ending May 31, 1873: 

WDE PARNORMET TERING. «0.05. coe ccctedensecessssessesces 644 

Revenuc cars (various).... e+ 20,405 

Construction cars...... caeanetepaadsee A RG 1.296 22,345 
Sn EER sisvdaienvithasiishdead/tedicssiteleitaks 59,110 


“If we add to the above estimates of cars on hand in 1871, 
and manufactured in 1872-3, half the latter number for the six 
months intervening between the close of the fiscal year 1871 
and the 1st of June, 1872, we shall have a total of 340,667 cars, 
of all kinds, at the present time, exclusive of narrow-gauge 
cars.” 

I have collected this information to show that it would not 
be so difficult to change the axle i¢ many suppose. If all the 
‘new cars that are built from the time the size of the axle has 
been decided are furnished with that kind of axle, it will take 
but a very short time to get a groat part of our rolling stock 


W. 








uipped with it. I have bere some or pe of large journals 
have been running for some length of time, Here is a 


journal on which was laid a very thin coating of lead, and it 
was placed under a heavy sleeping-car. It was run 27,768 
miles, between. New York and Buffalo, and you can see what 
the wear was during that time. It has a bearing for a journal 
of 4 by 7inches. I think it doubtful if it would have been pos- 
sible to run a5} by 34-inch bearing during that length of time 
without renewing it at least once. I have some other journal- 
bearings here, one for a 34 by 64 journal. I had one or two 
cars fitted up with a 3 by 54-inch journal, and under the same 
car I placed a 34 by 64, and 33 by 7-inch journal. I had these 
bearings cast from metal 7 parts copper and 1 part tin, all 
poured from the same crucible, to be sure that there was no 
advantage obtained by one over the other. They were placed 
under cars doing the same service, and had the same atten- 
tion, and the same lubricator ; and I find that in running about 
28,000 miles we have displaced from the 54 by 33, by friction, 
5 pounds from the bearings ; from the 3} by 6}, we have dis- 

laced 3 pounds from the bearings; from 3} by 7 inch, we 

ave displaced 2} pounds from the bearings. The wear upon 
the Fo gebay has been, on the 3} by 54, 1-32 part of an inch ; on 
the 34 by 63, 1-64 part of an invh ; on the 33 by 7, 1-100 part of 
inch. This appears conclusive to my mind, so far as it goes, 
that we must have a larger — than 54 by 33 to do our 
service ecunomically. If we displace 5 pounds from the bear- 
ings on a journal 3j by 54, and only 2} pounds from the 33 by 
7-inch journal, if Iam not mistaken, it shows that the friction 
is more on the small journal than on the large. That is, you 
wear more on the — and more on the jourpal-bearings ; 
and if there is less friction, it certainly must require less power 
to move the train. I a there have been other trials of this 
kind made. Ihave made these tests very carefully, giving the 
same attention to all of them. 

Mr. F. D. Apams, Boston & Albany—I would now like to 
move an amendment to tle motion before us by making the 
diameter of the journal 4 inches instead of 34, and, of course, 
increasing the wheel-seat correspondingly, making 4} inches 
finished. It certainly should not be less than this, and I do 
— that I should have any objections to making it 5 
inches, 

Mr. I. W. Van Houten, Pennsylvania Railroad—I hope this 
amendment will not prevail. There are twoor three questions 
which it is oy ad for us to consider before we vote to increase 
the size of the journal to 4 inches in diameter. The first proper 
question would seem to be, Who are the great owners of the 
vast number of cars that have been reported as having been 
built during the last year by the different railroads of the 
country? Ido not wish to speak disrespectfully of the smaller 
roads, because we were all small once ourselves ; but the ques- 
tion is, Who is it that owns tens of thousands of these cars that 
have been referred to here as now running in the United States ? 
The next question is, What has been the experience of the 
gentlemen having charge of that large amount of rolling-stock ? 
And the third question is, What is the size of axle, and the 
length and diameter of journal now used on these tens of thou- 
sands of cars? It appears to me these are three important 
questions for us to consider. My friend Mr. Garey has exhib- 
ited bearings that have.been run, as he says, 28,000 miles ona 
4-inch journal, and it appears to be, to a certain extent, prett 
good evidence that that has been a very good size of journal, 
But I want to say to you—and when I speak about this thing, I 
want it to be understood that I speak knowing what I say, 80 
far as that is concerned—that I can produce a car with a jour- 
nal 7 inches long and 34 in diameter, which has run 89,590 miies. 
Then there is another point. I would ask any gentleman in 
this convention whether in his experience he has ever found an 
axle to break in the journal, and whether those journals do not 
run until they are so far worn that they are no longer fit for 
service, or until the iron becomes crystallized, as scientific men 
say, 80 that they are nolonger safe? I repeat my question, Did 
— car-builder ever know an axle to break in the jour- 
n 

Mr. W. E. CHAMBERLAIN, Boston & Albany—If it will be of 
any accommodation to the gentleman, I can send down to the 
a and I think I can furnish half a dozen. 

f r. C, A, Suira—I could show him some in the Erie Railway 
shops. 


Mr. Van Houren—I have never seen one break there unless 
there had been some neglect, and the journal had become heat- 
ed. I have seen a good many ax!es break outside of the wheel. 
I have seen a good many break inside, the lighter as well as 
the heavier axles ; but.[ have never known one to break in the 
journal, unless it had been allowed to run and get heated—the 
iron burnt off, I might say. I wish to be distinctly understood 
that my opinion in regard to the size of journals is not influ- 
enced by the fact that I happened to be, fortuvately or unfor- 
tunatély, connected with one of the leading roadg; but I say 
that if we should ad »pt a 4-inch journal, which is larger than 
one-half or two-thirds of the axles now in use, and which have 
— satisfactory, and run with entire success, our action 

ere would amount to nothing. If you could get these par- 
ties, whose experience during the last ten or fifteen years tells 
them that acertain size of axle which they have adopted is a 
proper size, to throw their tens of thousands of axles away, and 
adopt a 4-inch journal, it is no use to talk about it. Don’t 
let us go so far on one side that our action here will be of no 
account. Let us take into consideration, as I said before, all 
these matters; take into consideration the tens uf thousands, 
and I might say hundreds of thousands almost, of cars that are 
owned or controlled and run by the large roads. It would be of no 
use for me to tell the managers of my road that they have made 
a mistake for fifteen years, and that this Car-Buuders’ Associa- 
tion has just found it out. They would naturally come back to 
me ard say, ‘* Why, Mr. Van Houten, how happens it that, with 
your thirty years’experience, you have not found this out be- 
fore?” 1 can find cars that have run successfully with journals 2} 
by 5 inches, and [ have carried hundreds of thousands of pas- 
sengers. I admit that the-cars were much lighter. We build 
our cars heavier now, but I want the gentlemen to bear in mind 
one fact, that, while we have increased the weight very materi- 
ally of our passenger-cars,- we have increased the strength and 
safety of those mg | cars all over the country almost, by using 
a six-wheel truck. We have three axles with 34-inch journals to 
do the work that two axles.did before. 
journals large enough for all purposes. 

Mr, L. GAREY—My impression is, that Mr. Van Houten and 
some Others here may be laboring under a mistake in regard 
to this matter,and there is ove thing in regard to which I 
would like to know whether Iam corrector not. I think this 
Association has nothing to do with the roads adopting what we 
recommend here. Itis simply the judgment of the members 
of this Association. They have nothing to do with the ques- 
tion, whether this or that or the other road will adopt their 
recomm-ndation ; but we want to place at this time on record 
what, in the opinion of the members here, is the best length of 
journal and s1Ze of axle for service on the cars in this coantry. 
{ think the consideration should be thrown out entirely, whether 
anybody will adopt it; but we should place ourselves on 
record, so thatif any of us should live fifty years from now, 
we could look back and say that we were right once in our lives 
and not be placed in the position in which some of our learne 
men are to-day, who were applied to when the electric tele- 
graph was invented, to know if it was safe to run those 
wires through a city, and gave their opinion that it would be 
suicide to stretch a telegraphic wire across a building of any 
kind, that it would be sure to be struck by lightning, and 
every one in it killed! Those men are living to-day, and are 
at the head of some of our colleges. Now, if they make mis- 
takes, we should’ not be ashamed to admit that with thirty 
years’ experience, simply practical experience, with very little 
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theoretical knowledge of the matter, we have been in error. 
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I will admit, any time, that I have been in error, as soon as I 
am convinced that the fact is so. I hope the gentlemen will not 
adopt anything because they think the Pennsylvania road, or 
the Erie road, or the New York Central road, or any other rail- 
road will adopt it, but recommend something that will be right, 
if it is never adopted. That is my idea of this question. 

Mr. J. W. Putiprick, Maine Central—I only want to say just 
this, that I think we are here for a practical purpose. We want 
to ascertain what is the best thing to be used, and in doing that 
we want to get the benefit of the experience and wisdom of the 
Master Mechanics’ Association, who had the same subject be- 
fore them ; and when we can combine what we think best and 
what they think best, we must then, to make it practical, lay 
the subject before our railroad managers and get them to adopt 
the standard which we recommend. We know that we are 
running axles too small, and we are anxious to get something 
better, and [ want our recommendation to be put in such shape 
that some practical good will result from it. Let us, therefore, 
take the report which is now before us, and the report of the 
committee of the Master Mechanics’ Association, put them to- 
gether, and make the best report possible, so that we can pre- 
sent it to the superintendents and managers of the various 
roads, that we may in the end get something we can use. 
move that the committee that is here from the Mastcr Me- 
chanics’ Association be requested to present their report. It it 
is necessary to move to lay the question on the table I will do 
so; but if that formality is waived, I will move directly that 
the committee be requested to give their report now. 

Mr. I. W. Van Hovuren—We are here to transact our own 
business. I say, with the utmost respect, that we do not ask 
their report, but 1 desire that our Committee on Axles may be 
instructed to confer with the committee from the Master Me- 
chanics’ Association. Let them talk over the matter together, 
and then come in with a joint report. 

Mr. W. E. Caamperntarn—I think this Association does 
want the practical knowledge and experience of the Master 
Mechanics. 

r. I. W. Van Hovuren—I have not said we didnot. On the 
contrary, I say we do; but I say let us get it by a proper con- 
ference between the respective committees. 

Mr. W. E. Cuampertarn—I think it is necessary to have it 
come out here before the convention, so that every member can 
see what view the Master Mechanics have taken in regard to 
the matter. 

Mr. J. W. Patterick—My only objection is, that if these 
committees are to come together, it will be necessary for our 
committee to make up a new report, which would carry the 
subject along another year. Ifit could be presented here, and 
ifthe matter could be discussed, we could do some work this 
year which otherwise would have to be postponed until our 
next session. 

r. I. W. VAN Hovren—I will change my motion to meet 
the views of my friend, and move that the present committee 
on car-axles be continued until our next stated meeting, and 
that during that time they confer and act in conjunction with 
the committee of the Master Mechanics’ Association. 

Mr. J. W. Puiierick—If that report can be brought in here, 
and we can have a discussion, tuen the question before us 
would be as to recommending a specific’ size of journal. We 
are to vote upon that question ; and here is another committee 
who have looked into it, aad have something to say upon it, 
which I think is worthy of attention and should become part of 
the discussion, and then we shall be ready to vote whether the 
diameter of the journal shall be 4 inches or something else. 
We are to vote uponit; that action is to be taken by this 
meeting, and not by the committee of master mechanics. I 
do not. wish to press it, but that is the reason why I made the 
motion. 

Mr. L. Garty, New York & Harlem Railroad—I am aware 
that all the information we can get will not inform us any more 
than we ought to be informed on this subject. I hope we shail 
request our committee to confer with the committee from the 
other Association, that we may have all the information upon 
this subject that they can give us, and if I get any more than 
I want, lam willing to distribute it among the members. 

The question was then put on the motion to request the 
committee of the Master Mechanics’ Association to read their 
report, and it was carried. 

r. M. N. Forney, of the Master Mechanics’ Association—We 
were appointed to consider the axle question, but knowing that 
a committee to consider the same question had been appointed 
by your Association, our committee theught it would be un- 
wise to recommend any specific size, but that we should re-’ 
quest our Association to authorize us to confer with your com- 
mittee, and we did so. We made a report to that Association, 
of which the following is a copy: 

Mr. Forney then read the report. 

Report of the Committee appointed by the American Railway 
aster Mechanics’ Association to investigate the best form and 
proportions of axles for cars and locomotives. Also whether 
there is anything to be gained by the use of compound azles 
and loose wheels. 

In order to procure information regardin 
committee to whom it was submitted issue 
ing the following inquiries : 

**1. What are the dimensions of the standard car-axles now 
bee on your road, which please mark on the engraving 

elow ? 

‘©2. When such standard axles break, at what point does the 
fracture usually occur ? is 

**3. State, as near as you can, what proportion of breakage 
of axles of the dimensions given occur close to the hub of the 
wheel on the inside, and the relative proportion of breakages 
at other points? 

‘4, If there were no car-axles now in use, what size would 
you recommend for the diameter and length of journal for a 
universal standard axle for 4 feet 84inch gauge roads? 

‘* What for the diameter at the wheel seat and at the center 
of the axle? ‘ 

‘*5, What are the dimersions of the driving and truck axles 
of your most approved locomotives ? 

‘*7, State where the fracture of such axles occur in case of 
breakage ? 

“8. What is yourrule for forcing on car and locomotive 
wheels, that is, how much largeris the axle than the hole in 
the wheel ? And how much is the maximum pressure allowed in 
pressing them out? 

* 9, Have ee used any compound axles, or any axles upon 
which the wheels are loose, or can turn independently one of 
the other? 

**10. Have you any means of knowing experimentally the dif- 
ference there is between the resistance of a car or truck with 
loose and one with tight wheels in passing round curves of any 
given radius? If so, give the committeea report of such ex- 
periments ? 

‘11, What is your opinion of compound axles or loose wheels?” 

To this circular the committee received 31 replies, in some 
of which the subjects referred to in the inquiries were discussed 
at considerable length. One of them, written by Mr. Wells, of 
the Jeffersonville, Madison & Indianapolis Railroad, contains 
an account of experiments which he e to illustrate the effect 
of loose and tight wheels on curves, and which, itis thought, 
has so much value that they recommended that it be read and 
discussed independent of their report. 

_The substance of the replies to the first question of their 
circular, ‘‘ What are the dimensions of the standard car-axles 
now used on your rvad?” they have embodied in the table 
which is submitted herewith.* Through the Secretary of the. 


this subject, the 
a circular contain- 


Master Car-Builders’ Association, the replies of the members 
of that society to a committee appointed to consider the same 
subject were placed at the disposal of yourcommittee. The list 
of standard axles is therefore more complete than it otherwise 
could have been made, and embraces those used on about 80 
different roads. The great diversity which exists in the size 
of axles used indicates plainly the importance of taking some 
action to establish a standard size for universal use. 

To the second inquiry, ‘* When such standard axles break, at 
what point does the fracture usually occur?” nearly all an- 
swered that a very large majority of fractures occur just inside 
the hub of the wheel. Six members answered that they haye 
had’ no breakages. One reports that breakages are about 
equally divided between the center of the axle and the part 
close to the hub on the inside, and the journal nearest to the 
wheel. Another member reports: ‘ Our iron axle when it 
breaks does so close to the wheel on the inside of the hub. 
Steel axles formerly broke at’ the same point, but the axle was 
increased in size in the wheel fit from 44 to 43 inches diameter, 
and since then we have kad four to break in the rr at the 
end nearest the wheel. From late experience I believe that 
the number of breakages of sfeel axles in journals and next the 
hub of wheel is about equal.” 

A number of replies contain very decided condemnation of 
the use of sharp corners, and assert that their use is a very 
prolific cause of fracture. 

In reply to the fourth and fifth inquiries, “If there were no 
car-axles now in use, what size would you recommend for the 
length and diameter of journal and diameter of wheel-seat and 
at center for a universal standard axle for 4 feet 8} inch gauge 
roads?” eight members recommended 3} inches for the diame- 
ter of journal; one, 33; fourteen, 34; one, 3§, and two, 33 
inches. For the length of journal, one recommended 5} inches; 
fourteen, 6; two, 6}, and nine, 7 inches. 

For the diameter of wheel-seat, three recommended 4}; one, 
4 3-16; eleven, 4}; one, 4 5-16; three, 4} ; one, 4 7-16 ; four, 44, 
and two, 4f inches, A similar diversity of opinion exists re- 
garding the size for the center of the axle. 
given in a table form herewith.* 

The part of the axle subject to the most wear is, of course, 
the journal. With considerable uniformity in the weight im- 
posed upon the journals, we find nevertheless great want of 
uniformity in the dimensions of these parts. This seems the 
more surprising when we consider that very reliable experi- 
ments have demonstrated the advantage of some increase in 
the amount of wearing surface over what was, in early railroad- 
ing, deemed good practice. Take, for example, the experience 
of the Reading Railroad in 1867. Mr. James Millholland, then 
residing at Mount Savage, Md., wrote to a member of this con- 
— on this subject, from which letter we extract the fol- 
owing : 

“My Dear Sir: I have your favor of the 19thinst. As to 
the advantage of long journal bearings over short ones, for an 
purpose, there is no doubt. Not my opinion, but my experi- 
«nce has clearly demonstrated that fact. 

‘*The Philadelphia & Reading Railroad Company furnishes 
an express company an eight-wheel car to run between Phila- 
delphia and Elmira, N. Y. When the car was first put on the 
route, the journals were five and a half inches long and 
three inches diameter, with a soft-metal bearing, with a strip 
of brass about an inch wide in it, which rested-.on the top of 
the journal. I found that the journals of the axles wore out 
before the wheels—in fact,they did not last much over one year 
and were a constant annoyance from heating. To remedy this 
defect, I put axles under the car with eight-inch journals in 
length 3jinches in diameter, and I never knew an instance 
of their heating. After the car had been run about one year 
with the long journals, I had one of the bearings removed (it 
was made in precisely the same manner as the short one) to 
examine it and the journal, and could see no perceptible wear 
in either of them.” 

We do not know of any extended experiments in this 
country to determine the best proportion of length 
and diameter of journal under the pressure of a given 
load. On marine engines, journals have been used under a 
pressure of 500 ibs. to the square inch, but with universal pre- 
caution to insure proper lubrication and an abundant (radiat- 
ing) surface to dispose of the heat generated by friction. Car- 
axle journals are, in many instances, subject to a pressure of 
380 lbs. to the square inch with only an indifferent condition of 


‘hese figures are 


lubrication and cleanliness, or freedom from grit. Friction, 
within thé limit of safety from abrasion, is to irrespective 
of surface, Increase of wearing surface neither increases nor 


diminishes the friction. Increase of diameter of journal 
diminishes the effective leverage, and under the same condition 
acts as a great retardent to motion, not because the friction is 
increased, but the retardation from friction occurs ata greater 
distance from the center of the axle, and under condition of 
greater velocity. This being the case, increase of length of 
journal is of more advantage than increase of diameter. All 
things being equal, increase of length can only be within the 
limits of strength of the metal forming the axle. i 

Mr. Milholland’s experiment shows that a journal 8} inches 
long is admissable, one 7 inches long, 3} inches diameter, 
which is still more than twice its diameter in length of bearing, 
as clearly practicable, and your committee believe this propor- 
tion has been adopted by the Pennsylvania Central and a few 
other roads. The questions to be decided by careful experiment 
are, in the case of car axles :* : 

1st. The greatest pressure per square inch that it is safe to 
carry with the ordinary method of lubrication. __ : 

2d. The limit ot elongation of hearing in an ordinary journal 
to any given diameter, within limits of safety. : 

It is not a difficult matter to give the sizes of a theoretically 
well-proportioned journal for this purpose, adapted to azy given 
condition of weight, character of the journal- ing, and the 
nature of the lubricant, but pt committee are not well enough 
satisfied as to the average of these conditions in practice, and 
deem it advisable to make further inquiries in this direction, 
yet feel satisfied that an increase of length over 54 inches will 
be found to be in the direction of economy. _ $ 

The replies to the sixth and seventh inquiries, regarding the 
dimensions of the most approved engine and engine-truck axles, 
are embodied in the following table :* 

To the seventh inquiry, asking where the fractures of such 
axles occur, in case of breakage, ten members have replied 
that they have had no breakages of such axles; an equal num- 


ber report that the breakages occur almost invariably next to 
the hub of the wheel. 


With reference to the subject of the eighth inquiry, ‘‘ What is |° 


your rule for forcing oncar and locomotive wheeis ; that 18, how 
much larger is the axle than the hole in the wheel, and how much 
is the maximum pressure allowed in pressing them on?” 
the opinions of the members seemed to differ very widely. 
Some report that they make axles and wheels as nearly of one 





size as possible, while others: allow a difference of as much as 
1-64 for car and 1-32 for engine wheels; some turn the axles 
straight, while others make them taper; some make engine- 
axles straight and car-axles taper, and others reverse this prac- 
tice. One member reports: “T have no particular rule for 
forcing oncar-wheels. I tind it don’t work. Some makes of 
wheels are much tougher than others.” With reference to the 
pressure employed there is a diversity of —* and it varies 
all the way from 14 to 45 tons for car-wheels, and from 28 to 
100 tons for engine-wheels. One member reports that he “‘ fits 
them as tight as his old screw-press will put them on.” It will 
thus be seen that tne replies from members shed very little 





light on this very important subject. We are enabled to give 
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the practice that obtains with the firm of A, Whitney & Sone, 
and has proven satisfactory in their experience. It is believed 
that Mr. Asa Whitney was one of the t in this country who 
endeavored to introduce a practical system of uniform size and 
fit in car-wheels and their axles. His earliest practice—now 
quite generally recognized—was to bore the wheels with 
aouble-ended cutters, one cutter taking out the most of 
the metal to be removed—using a fine feed-—but to 
finish by taking a very light cut and a rapid and coarse feed— 
say } inch to the revolution of the wheel, thus hurrying the 
cutter through with as little chance to wear as possible ; thus 
to insure uniformity of sizeineye. This firm makes the cut- 
ter soft in the center, and capable of being kept up to size by 
stretching with hammer and anvil. ey use a screw-press 
for forcing on, to which afterward was adopted a hydraulic cyl- 
inder for the purpose of noting the pressure, and they now en- 
deavor to insure a uniform pressure of about 30 tons. Their 
practice in turning the fit part of axle is to turn with a tool 
that leaves a decided feed mark in the axle. A finishing tool is 
run on to this surface to insure easy entering of the axle into 
the wheel, but the fit size .007 inch larger than hole is ob- 
tained, not in the lathe, but in a separate machine, by running 
over this surface a hollow reamer, in which the numerous cut- 
ting edges are from time to time adjusted to size. Their effect 
is to remove the responsibility of the fit irom the skill of the 
workman, and to enable less skiliful workmen to produce more 
and better work than if unaided by these labor-saving devices. 

The question of relative size of axle and eye was care- 
fully considered in England, and the published results 
of the experiments agree nearly with the practice as 
given above, and which your committee think is in reality 
the common practice of this country. Doubtless very 
hard wheels require less difference of size than soit 
wheels, but in an extended system of manufacturing 
some particular uniform rule must of remy | be adopted, and 
your committee are of opinion that for car axles and for driv- 
ing axles, a difference of size of .007 of an inch for the one and 
.012 inch for the other are sufficient, and will in practice re- 
quire 30 tons pressure to force on car wheels and one propor- 
tionate for driving wheels. 

To the eighth and ninth inquiries regarding loose wheels and 
compound axles, nearly all the members who answered the 
committee circulars report that they have had no experience 
with loose wheels. .Mr. W. H. Griggs, of the New York & Os- 
wego Midland road, reports that he has used ‘ Gardner's 
patent cast sleeve in center of axle,” and that he placed two 
cars, one with a patent axle, the other a similar car with an ordi- 
nary truck on a 50-foot grade and a 5-degree curve, and started 
them each from the same point. Thecar with the patent axle 
ran 280 feet the farthest and alsoran very smoothly around 
curves. Mr. Thomas Connell, of the Buffalo, Cqrry & Pitts- 
burgh Railroad, reports that he “had some experience with 
each wheel of a truck on an itenentent axle, but it did not 
work well. There were several thonsand dollars expended on 
it, after which it was thrownaway. All amounted to nothing 
but expense while it was in use.” Another member is of the 
opinion that “if one loose wheel were used it would result in a 
greatsaving in wear and tear.” With this latter exception all 
who have made any reply to the eleventh inquiry are very de- 
— in their condemnation of all loose wheels and compound 
axles. 

Were it not that there is now and has been for many years a 
perennial crop of inventions of different forms of loose wheels 
and compound axles, the subject would, perhaps, not require 
any further consideration. But asmuch time, money, patience 
and ingenuity have been wasted in this direction, the commit- 
tee have thought that a resolution eapoening it as the opinion 
of this Association that the use of loose wheels would not result 
in any advantage might do some good in diverting the atten- 
tion of over-sanguine inventives into more promising fields. 
They also suggest that the discussion of this part of the report 
be postponed until after Mr. Wells’ paper be read, to which 
reference has already been made. One member of your com- 
mittee engaged in an extensive series of carefully conducted 
experiments about 22 years ago, to demonstrate the value of 
tight wheels, butthe experiments resulted in the same con- 
clusions as were attained by Mr. Wells in bis more recent ex- 
periments, in which, it will be noted, he found more advantage 
in the use of loose wheels at slow speed, but a disadvantage at 
the speed which obtains in ordinary traffic. 

Your Committee are of opinion that it is very desirable that 
some uniform standard of axles be adopted by this Association 
which in time may come to be the standard of the land, but in 
view of other societies being at this time engaged on the same 
subject, and haviog interest in common, your committee beg 
leave to report ene only, and to ask the passage of the 
following resolutions : 

ist. Resolved, That this committee be continued and that it 
be authorized to confer with the committeé appointed by the 
Master Car Builders’ Association for the same purpose, to 
report at the next meeting. 

d. Resolved, That in the opinion of this Association no prac- 
tical advantage will result from the use of loose wheels or com- 
pound axles in ordinary railway service. 

All of which is respectifully submitted. 

M. N. Forney, 
CoLEMAN SELLERS, 
Gorpon H. Nort. 

Mr. I. W. Van Hovren—I happen to know all about that 
thing. I have read it all through. I happen to know that the 
Master Mechanics asked to have our committee confer with 
theirs, and that was the ground — which I made the motion, 
and stated that we did not ask to have that report come in here, 
because they are not-ready to submit it. This thing is to be 
further considered by their committee, conferring, as they 
solicited, with the committee from this Association. I did not 
vote either way on the question of asking the Master Mechan- 
ics to present that report to this meeting, and therefore I move 
the reconsideration of the vote just taken to ask the Master 
Mechanics to bring their report here for our consideratinn and 
— lf that motion is carried, I have another motion 

o ofter. 

The Cuarr—As I understand it, this communication has been 
presented only as part of the discussion. It is for our informa- 
tion, the same as we would accept information from any one of 
our own members. 

Mr, Van Houten—I would ask Mr. Forney if the Master Me- 
chanics did not ask that this Association appoint a committee 
to confer with their committee on this subject ? 

r. Forney—There was a resolution at the end of this re- 
port, which I did not read, which covers that ground. It was 
resolved, first, that the committee be continued, and that it be 
authorized to confer with a committee appointed by the Master 
Car-Builders’ Association for the same purpose, and report at 
the next meeting. 

Mr. Van Hovuren;-That is the point. That is all I want to 
know. They respectfully come to this convention, asking that 
weappoint a similar committee to consider this question of 
axles, which committee, after having considered the question, 
would submit somet! to both associations as the recom. 
mendation of the majority of those combined committees. 

Mr. Forney —AaI stated before, it occurred to the committee 
of the Master Mechanics’ Association that if they made a re- 

t recommending a size entirely different from that recom- 
mended by the committee of this Association, it would, of 
course, create a great deal of confusion, and to avoid that we re- 
quested our Association to authorize us to confer with the eom- 
mittee of this body. 

Mr. Van Hovren—If this convention is prepared to discuss 
the matter of axles, and recommend by their votes a certain 
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size of axle, without showing a proper respect and regard for the 
master mechanics with reference to what they bave asked us to 
do, I wish to say that you are at liberty to do it, but 1 am not 
in ; because I have mvure respect for their judgment, and more 
regard for what common courtesy requires, than to do that. 

The further consideration of the subject was then postponed 
until 10 o'clock Friday morning, and the committee authorized 
to confer with the committee of the Master Mechanics’ Asso- 
ciation. 

At Friday morning's session the Chair anounced that the hour 
had arnved for resuming the consideration of the subject of 
axles and journals, the question beimg on the motion of Mr. 
Adams to substitute a journal 4inches in diameter, instead of 
3$x7, as recommended by the committee. This motion was 
made as an amendment to the motion of Mr. Johnson, that the 
report of the committee be adopted. Pending the considera- 
tion of the amendment, yesterday, the committee was instruct- 
ed to confer with the committee of the Master Mechanics’ As- 
sociation, and report this morning, whereupon 

Mr. F. D. Adams, the chairman of the committee, reported 
that they had, agreeably to their mst:uctions, conferred with 
the committee ot the Master Mechanics’ Arsvciation, aud that 
the joint commi tees had concluded that, if oblized to rm com- 
mend a size of journal for car-axles, they would at present not 
feel authorized to propose one larger thau 3j inches in diame- 
ter and 7 inches long: but that, in consideration of the great 
importance of the subject, the diversity of opinion, and to some 
extent the limited knowledge existipg in regard to it, the com- 
mittee recommend that the snbjcct bere ferred back, with in-t uc- 
tions to counter with the committee of the Master Mechanics’ As- 
sociation, and report specitic s)Zes fur astandard axle, with a de- 
tailed drawing showing clearly its form and proportions, to the 
ncxt annual meeting. The committee, however, recommend 
that the subject be fully discussed at this time. 

Mr. I. W. Vax Houten moved that the report be adopted. 

Mr. L. Garey—I really bope that this matter will not be 

assed over tor anuther year. It has beep discussed now for 

wo years. We have peonen’y added one .hundred thousand 
cars to’ our rolling stock during that time; and if you go on 
during another year and add another hundred thousand to it, I 
think possibly we may be a little better prepared to adopt 
something a year hence. But it does appear to me that, after 
having the subject before usin the manuer in which we have 
had it for the past year, we should be prepared to do some- 
thing. This procrastination, I think, is wrong. I believe in 
making haste slowly, but L do want to see this matter com id- 
ered now, and [ hops it may be settled. 

Mr. R. B. Mor, Indianapolis & St. Louis—I hope this matter 
will not be passed over. I think we are tully prepared to adopt 
some defiuite course. The matter has been under discussion 
now for two years, and the sooner it is disposed of the better. 





I do sincerely hope that we may come to a final decision ; and 
if we only aecumplish that at this meeting, I think we will 
have done a very good work—one that will pay for all tho ex- 
pense and troubie we have incurred. I also hope we will adopt 
not less than a 4-inei journal and a 5 inch wheel-seat—which 
is small enough. There was considerable discussion yesterday, 
and a great many men who have had a long and successful 6x- 
perience with small journals gave their opinions. Now, it is 
very important that we have an axle that will not break. If a 
44-inch axle breaks occasionally inside the wheel, as we have 
known them to do, andif half an iuch additional in diameter 
will prevent them irom breaking, then it is certainly a very 
simple matter to be arranged. By adopting this course we 
shall certainly add so much to the strength of the axle. The 
increased size of the journal would also tend to reduce the 
large amount of hot boxes that we have now Another thing 
to be taken into consideration is, that there is a disposition 
to increase the burdens carried on our roads. Frequent!y from 
18 to 20 tons are placed on a car. Aud then we must have 
some little ‘look ahead, and some regard to the exigencies of 
the future ; for we kuow that the roads will carry heavier loads 
than they do now—the le —- load being ten tons. We are 
adopting an axle now, not only for the time being, but one that 
we hope wiil stand for some years in the future, at least. Let 
us getit, if anything, alittle too strong. It will be a great 
deal better to be that way than too weak. The additional ex- 
pense caused by the increased size of the axle will be but 
small; and, as I understand it, the additional cxpense of put- 
ting 1t on the road will not be carting. We only propose, as 
I understand it, to put up our new work in this way, so that 
there willreally be no expense to =e by reason of the 
adoption of this recommendation. All we propose to recom- 
mend is the adoption ot this standard size, and I really hope 
that we will now come right down to the business before us, 
and adopt some definite proposition. 

The Cuam ruled Mr. Van Houten’s motion out of order. 
The question is now open for discussion on the amendment 
offered by Mr. Adams. The metion is to incfease the size of 
the journal from 34 inches to 4 inches. 

Mr. E. Varyey, Fitchburg Railroad—I for one hope that we 
shall not recommend increasing the size of the journal to 4 
inches. There has been a good deal said in regard o the dead 
weight of cars, and the desire scems to be to get lighter stock 
on our roads. Now, if we increase the journals to 4 inches by 
7, we have got to have all the other parts of the axle increased 
in proportion, which is going to add a good deal to the weight 
of it, andI think it would be very unnecessary. It is true that 
we have run axles that we consider too small. We have a good 
many 3-inch journals on our road now that are doing their 
work efficiently, and they carry tenor fifteentons. ‘They break 
occasionally, but not very often. I have not had one break for 
the past five years. We have gota larger size, which we have 
adopted, which is 33 inches in diameter. I never bave had 
one of those break. My wheel-seat “te | I have never had 
one of that size break inside the wheel. Ihave had 214 tons otf 
freight come down on journals aud axles of that size. 1t brought 
this great weight safely. Now, I think that to increase the di- 
ameter to 4 inches is carrying the matte: too far. I don’t think 
our officers will sustain us in doing eo. If we have got to have 
everything else in proportion, it is gciog to make a great deal 
of dead weight. We have got to have a heavy oil-box and a 
heavy jaw toreceive it. Everything has got to be increased 
in size. [should not go above 3}x6} inches. That would be 
large enough for anything. We build cars for ten tons; if the 
officers allow twenty tons to be put on these cars it is their 
fault, and the axles ought to break once in a while so as to pre- 
vent overloading in this way. 

Mr. H. Loncest, Richmond, Danville & Piedmont—I would 
state, for the iuformation of the Association, that I have cars 
on my road which have journals 6 inches long and 34 inches in 
diameter. They will carry forty tons, and none of them have 
givea way for the last six months. I would like tosee a jourval 
7 inches long—Iam 1m favor of that. Iu regard to the diameter 
of the jourua!, L would not go beyond 33 iwches. That would 
be amply suffivient for all the cars that we build. As to the 
length of the axes, of course, you cao fix it that way. They 
have differeut gauges on our roads. re 

Mr. T. B. Stewart, Hartford & Wethersfield Street Railroad 
—There is one thing of importance for us tu cousider when we 
aro making the change, and that is, whether the increase pro- 
_— will be sufficiently large, so that, if we wish, orif 1t should 

© positively necessary to return tu 3] inches, it can be done. Ii it 
is made Z inches, you can go beyoud that, and afterward make 1t 
d4inches. Oar axles are growing larger aud some of them wiil 
actually be 3j iuches in diameter, aud the journal and wheel- 
seat necordingiy. When I have ocvasivon w make anything of 
that kind, I wish to ve sure and be on the safe side, so that it 
will nut be necessary to alter everything over again. We can 
come back to 33 iuches, if we determine it in the way I have 


suggested. Therefore, it looks very clear to me that it will be 
advisable to adopt that course upon the showing of such tests 
as we have had. Now, there are various ways of testing this 
matter, which can be readily applied, as suggested, to different 
kinds and amouuts of metal that we tind rusted and worn out. 
That proves very conclusively something definite in regard to 
this question, and no one can bring any proof to countervail it. 
It looks very clear that anything which has stood such tests as 
this must be possessed of actual merit. 

Mr. R. Hrreucocx, Connecticut River Railroad—From Mr. 
Garey’s statement yesterday, of experiments made by him, 1 
inter that the conditions of these various experiments were 
equal. { would hke to ask if that was not the case—that is, 
the weight of the car, the number of wheels in use, etc., ete. 
My purpose is, that this convention may know whether we are 
making provision fora car-wheel thatis to support a car weigh- 
ing thirty tons, or one that is to support twenty tons. I don’t 
believe that a few years hence we shall build a car that will 
weigh thirty tous, for common use. It is commonly the case 
that one extreme icllows another, and I would warn this con- 
Venlion agaimst these extremes. It seems to me that the in- 
crease of the length of journals would be a benefit, but to go 
beyond 3§ inches I should certainly object to, for I think it en- 
turely uuuecessary ; 33 inches’ would be my choice. I have 
never noticed in my experience the breaking of ‘journals unless 
theg box had been neyglected—hot boxes often literally burnt 
them out. We have frequently had them burnt off from the in- 
side of the 1ail, but never trom the outside. I hope gentlemen 
will consider the matter well before they fix the size, as some 
have suggested here. The remarks that have beev made are 
very piuper, but I do not see the necessity for so large a jour- 
nal. I have run axles 80 miles, and then found that they sup- 
ported a weight of 30 tous, the journal being 54 inches, and the 
weight of the car 19 tons. 

Mr. WILLIAM JouHNson—Are you not mistaken in regard to 
the car being a ireight-car, which yousaid weighed nineteen tons? 

Mr. R. Hitcucock—It was a passenger-car. 

Mr. L. Ganey—l will eudeavor to answer Mr. Johnson’s 
question, It was a baggage-car belonging to a passenger- 
train ; it weighed about nmeteen tons. Each bearing had the 
same service tu perform, having the same attention, the same 
lubricator, and everything as nearly equal as it was possible 
to have it. That was the intention. 

Mr. R. Hircncock—I wanted to know more particularly what 
the weight of this car was—whether a journal of the largest 
size was Of as much benefit to a car weighing nineteen tons, as 
it might be, perbaps, to one of thirty tons—not understanding 
what the weight ot the car was. 

Mr. L. Ganey—I would like to correct my statement in refer- 
ence to this journal. It was taken froma baggage-car, weigh- 
ing fourteen tons, with the usual amountof baggage, and tre- 
quently running up to 22 and 23 tons. We had ouly passenger 
coaches on with the exception of the baggage-car from which 
this was taken. 

Mr. F. D. Apams—In all the remarks that have been made 
thus far in relation to the axles, on the part of those who are 
opposed to an increase in the size of the journal, 1t seems to 
me that the speakers have lost sight of the main object, as I 
understand it. In other words, they are trying to show, en- 
tirely and altogether, that what they have got is doing pretty 
well. We do not deny that at all, inthe main. But we, who 
are in favor of a larger axle, claim that we ought to do a great 
deal better; and wecome here with practical facts that are 
proved beyond possible contradiction, and demonstrate that 
we can do better with larger journals. Now, it seems to me 
that, unless a person were governed very largely by prejudice, 
he must admit those facts, if he were inclined to admit the 
truth at any time. Now, there are none of us that would wish 
-to charge Mr. Garey with any attempt at evasion in this matter. 
He has put different kindsof axles under a car, and then run 
them under the same circumstances exactly. He has demon- 
strated, beyond all dispute, that a journal which has a diameter 
of 3j inches, and is7 inches long, consumes half the amount of 
brass that one;-running under the same circumstances and 
weight, that measures 54 by 3j inches consumes. Now, just 
figure that up, and considerit by itsclf. You can-see, and 
anybody who willrun it overin his mind can see, what a saving 
that siugle item would make to a railroad company in a year. 
A company that owned 4,000 cars—and many of our railroad 
companies have 20,000—would have 32,000 brass bearings, and 
by the saving of half the metal, avery nice sum of money 
would be saved to the company. They say you are going to add 
wonderfully to the expense of railroads. They say, ‘“What are 
we going to do with our old cars?” Ido not propose to add to 
the expense at ali, except on the first item of the weight of 
the axles themselves. It is true that we should add a little to 
the expense there. Butif it be a slight increase of expense, 
we insure, too,a greater degree of safety for our trains. It 
would be a great saieguard against the large expenditures that 
are occasioned on railroads in consequence of broken axles. 
It is no uncommon thing for a railroad company to pay filteen 
or twenty thousand dollars in consequence of the breakin: of 
an axle. That would go a great way toward strengthening up 
the wheel-seats, to say nothing of the saving we can make in 
the brasses. My own opivion is, that very many of our mem- 
bers are laboring under a great mistake in reference to this 
matter. 

Mr. Van HovureEN—Can you name any particular accident 
that has occurred during the last year from the breaking of 
axles ? 

Mr. F. D. Apams—It would take considerable time to run over 
the many I can name. Ihave one in my mind now, which oc- 
curred on our road last year. It was an accident to a Michigan 
Central car, which caused an expense of $20,000 to the company, 
and lost the lives of twomen. I could state avery large num- 
ber of such cases. But, to go back to what I was saying, I 
think there isin the minds of many of our members a prevail- 
ing opinion—evidence to the contrary notwithstanding—that 
just as quick as we increase the bearing surfaces we increase 
our friction. The idea is certainly untenable, as any one will 
see who will examine the scientific record.on the subject. There 
is no scientific writer in existence that I know of—and I have 
studied this thing up for the last year, and can produce, if nec- 
essary, some of the best authorities on the matter—that pre- 
tends to claim thai surface has anything to do with friction. 
They say that itis weight entirely and exclusively that produces 
friction. If that is a fact positively established, and one which 
is recognized by all the scientific world, and by all the scien- 
tific men employed by our government, it strikes me that we 
master car-bnilders had better admitit to bea fact, and govern 
ourselves accordingly. I don’t know but what we can make 
head against it, but I don’t believe we can. I don’t think that 
the determination on the part of some of our friends to bluff us 
oft, or shake our determination, or bring up something to con- 
tuse us, is going to drive us from the poiut. I think that the 
members who are advocates of a larger axle—both the commit- 
tee and all others—believe that it would reduce the expenses of 
our railroads in a few years. We don’t claim that itis going to 
reduce it at first. I am willing, at any rate, to reduce the 
diameter of the journal down to 3Zinches. If that will meet 
the views of other members, I will cheerfully consent to it. I 
would be perfectly willing to withdraw the motion I have made, 
and put the matter in that form, if | thought that proposition 
would be accepted. Iam perfectly willing to accept a 33-inch 
journal, reducing the wheel-seat in the same proportion. 

Mr. E. Vannrey—I think the gentleman who last spoke seems 
to di sire to give the impression that there are a good many 
members present who oppose an increase in the size of the 
axle. I do not see one who is opposed toan increase. The 
thing that is opposed is this enormous increase. I said before 














that I should not be willing to accept anything larger than 33 
inches. That was saying that I would accept that for the sake 
of a compromise. 

Mr. F. D. Apams—I am glad to hear Mr. Varney say that. I 
have heard no gentleman say that he was not in favor of an 
increase. 

Mr. F. Cartps, Great Western of Canada—Without express- 
ing any opivion upon this cogs I would like to give you a 
little of my experience. In the first place, I want you to un- 
derstand that upon our road we do a very heavy square-timber 
business. We never could get cars enough to carry this tim- 
ber. They are all flat cars. The questiun arose as to whether 
it would not be better to build cars that would carry more than 
ten tons. Mr. Sharp, who was Superintendent at that time, 
took it into his head to build some cars that would carry 50 
tons, and we carry 50 tons on them. Each car has eight axles, 
or sixteen wheels. The journalsare 7 by 3j inches. I never 
knew one of them to break. I don’t know that I never knew 
one of them to run hot. I wish you all to understand that I 
am decidedly in favor of the enlargement of the journals; but 
it would be a question in my mind whether it would be neces- 
sary to take it up to4 inches. Of course, if other gentlemen 
think it would-be necessary to do so, I would not vote 
against it. 

Mr. H. O. Wap.ir, Illinois Central—I wish to say that 
we are running 3jx6 journals, and probably meet with as 
good success in running that size as any road in the country. 
We lose very few axles, Mr. Van Houten yesterday asked a 
question which has not been answered, and which is of consid- 
erable importance in my mind, with reference to ascertaining 
the proper size of the journal. He pointed to this model of an 
axle here, and asked how many axles we had seen broken off 
just at the inside shoulder of the journal bearing. 

Mr. W. E. CaamBeruain —1 have seen twenty-five broken off 
inside of the inside shoulder of the journal within the last 
twelve months. 

Mr. A. SterBacu, Philadelphia & Reading—Four years ago, 
before we increased the diameter of our journals from 3} inches 
on our road, we had seventeen journals broken off at that very 
= That induced us to increase the size. Our journals are 

§x8. 

Mr. Wapitie—How many of those axles broken offat that 
point had hot bearings? 

Mr. STerspacu—There was not one. 

Mr. CHAMBERLAIN—I will not say positively that there wero 
no hot axles. Three trains in one day broke down in front 
of our shop, and waited there for the journals to cool. They 
were trains of stock cars, going into Bnghton. The journals 
were 34x54. 

Mr. Wap.iE--Can you tell us how long those axles had run, 
and whether or not they had at previous times been hot ? 

Mr. CHAMBERLAIN—I should think not, from the appearance 
of the journals. I could not state as to the length of time that 
the axles had beenrun. On some of them there was not much 
wear, 

Mr. Bray, Lake Shore & Michigan Southern—Were not the 
journals very much crystallized ? 

Mr. CHAMBERLAIN—I don’t know much about crystallization, 
and therefore cannot ipform you. The Boston & Albany road 
does not put anything on that goes down to three inches, or 


allow anything to stay on the road that is below three inches. ' 


Mr. Wapure—I am highly gratified with these answers. They 
are very much different from my own experience. I have re- 
ceived meseages many times from trains on which it was re- 
ported that journals were broken. But in the course of twenty 
years I have seen but one journal that had a good, tair break in it 
at that point. Gentlemen talk about broken journals where there 
have been hot boxes worn half way off, brasses worn out, or a 
place worn by the bearings on the inside end of the oil-box. 
There are all sorts of wearings where they call it a broken 
journal. But I have met with but one case that I could say 
was a good, fair break. That was under a Cleveland, Buffalo & 
Erie car. My friend A’ams had charge of the road at the time, 
and I put ina pair of wheels. I accounted for the break in 
this way: we had a gauge that was different from that of a 
connecting road. The car upon which the journal was broken 
off had been received from that road, and was of a wider gauge 
than that journal could possibly run on and keep inside the 
rail. The wheel dropped out after running some four miles on 
our road. My idea would be thata 3zinch diameter is large 
enough. In regard to tiie length, Ishould favor an increase of 
that, rather than makwwg it less than six inches. 

Mr. M. P. Forp, Pittsburgh, Cincinnati & St. Louis—I am in 
favor of a journal 3} inches by 7. One reason why I am op- 
posed to a larger one is, that I believe by increasing the size 
of the journals we increase the amount of friction. I believe 
that what we want is, first, to get a size sufficiently large to 
insure safety, and then to distribute the weight over a larger 


nal rather than on the diameter. It must be evident to us all 
that an axle revolving with a 4-inch journal must travel some 
ways further on its surface than one revolving with a 34-inch 
journal; conse quently there is more space traveled over on the 
bearing ; and it seems to me that we lose power, increase the 
friction, and savé nothing in the matter of safety. 

Mr. W. E. CuamBertarin—I want larger axles for three rea- 
sons: First, we are troubled with axles breaking at three 
points—the inside collar of the axle and at the wheel-fit, both 
inside and outside. Seven years ago I was connected with the 
Atlantic & Great Western Railroad ata place in Ohio. At that 
time our passenger cars were equipped with 34x7-inch journals, 
to conform with the cars of the Erie road. The calculation 
was to run our cars from Cincinnati to New York, and theirs 
from New York to Cincinnati. Of these journals, we averaged 
about seven in a year broken off at the inside shoulder. At 
that time we went to work and narrowed up our trucks and put 
in a journal measuring 33x6. We had no trouble from the 
breaking of journals of that size while I was on the road, 
though we had lots of hot boxes. I should recommend a little 
different style of axle on the back part of the wheel-seat from 
that represented in this large model before me. Every time 
pair of wheels is worn out it is necessary to turn a little o 
from the wheel-fit. As we have axles already in use that break 
on the inside shouider, we should naturally turn off and leave a 
little bit of a curve, even with one fitting ; consequently we are 
weakening our axle to that extent. 

Mr. M. N. Forney—I am satisfied from my investigations 
that friction will not be increased by increasing the suriace of 
the axle. The amount of friction is dependent upon the condition 
of lubrication. A large axle can be lubricated more perfectly than 
asmallone, The reason why axles break is because they are not 
strong enough. ThereforeIam in favor of making them as 
strong as possible. I should recommend 4 inches * 8. In 
my opinion, it is more desirable to increase the length than to 
increase the diameter, and the friction will be less with an in- 
creased length than with an increased diameter. But on an 
axle you have a load to carry, and must furnish the requisite 
strength. There isa limit beyond which you cannot increase 
the length. 
don’t know whether you have observed the diffurence there is in 
the power of a shait to turn, between one well jubricated and one 
imperfectly lubricated. One is ten times greater than the other. 
The greater the weight is, the more liable is the ubricaut 
to be forced out. With a large surface there is comparatively 
little danger of the lubricant being forced out, and the whole 
journal is more perfectly lubricated than if the weight 
were concentrated on a smaller surface. I don’t think you 


will get strength enough for our heaviest cars without 





making the journals 4 inches by 8. It is true that my 
investigations have been more of a theoretical than of a prac- 


surface. We should put the increase on the length of the jour- 


You must, therefore, increase the diameter. I' 
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tical nature; but there can be ro question in the mind of any 
one who will investigate the subject, that friction is not in- 
creased by increasing the surface. That has been decided over 
and over again by experiments made a hundred years ago, and 
very often in more recent times. The result has been uniform- 
ly the same. The iriction is directly proportioned to the weight 
upon the journal. 

Mr. J. T. Le1aprox, New Haven Car Co.—I don’t know much 
about the wearing out of cars, except what I gather from such 
a discussion ag this. However, I can readily see that the jour- 
nals should be enlarged. I think it is important, also, that the 
wheel-fits should be enlarged. As I understand it, there are 
more breakages on the inside of the wheel-fit than on the out- 
side ; consequently, you should have more iron on_ the inside, 
In order to get that you have got to incur some additional ex- 
pense. But after you have once incurred that expense it seems 
to be useless to throw your iron away onthe otherend. I 
think it has been demonstrated here that the triction is not in- 
creased by an increase of suriace. From all the imformation I 
can gather, I am led to favor the enlargement of the journal to 
3g inches by 7 inches. 

Mr. A. C. Ropsoy, Lake Shore & Michigan Southern—The 
standard axle of the Lake Shore road, at the present time, is 
34x63. We do not allow tnose axles torun over one year. I 
have never yet known one of them to break. Ihave at Buffalo, 
at the present time, about 300 of them that have been taken 
out, having done theirservice. I think if that size axle was 
adopted, and they were not allowed to run after the iron began 
to crystallize, we would have no difficulty with broken axles. 

Mr. L. H. Cummines, Cummings Car Works—I believe that 
most of the narrow-gauge roads are using, at present, 3} by 6 
journals on a majority of their cars. If you increase the length 
of the journal to 7 inches, I think the diameter should be in- 
creased to 33 inches. 

Mr. J. W. Puriprick, Maine Central—I have trusted my cars 
fora lung time, as have a — many of us, upon 3} by 5} 
journals, with a very small percentage of breakage and a 
small share of hot boxes. I propose to prevent hot boxes by 
adding 14 inches to the length of the journal, and to give extra 
strength, in proportion to that leverage, by adding 16 per cent. 
to the quantity of iron. This would probably increase the 
strength twenty per cent. or more. 

Mr. J. P. Somersy, Eastern Railroad, moved that the roll be 
called, and that cach member state the dimensions of journal 
he preferred. The motion was carried, the roll was called, and 
= member announced his preference, the result being. as 

‘ollows : 

In favor of a 3}x7 journal—Messrs. Ruel Dean, I. W. Van 
Houten, David H. Baker, Hugh Gray, G. W. Demarest, Chris- 
topher Woods, A. Langley, James McGee, Robeit Hitchcock 
George Dunham, M. P. Ford, A. Gleeson, J. T. Nalls, Samue 
Campbell, W. R. Davenport, A. C. Robson, F. O. Bray, Jacob 
Hay, Albert H. Dennett, William J. Worth, J. D. MclIlwain, J.J. 
Traver, J. W. Philbrick, D. H. Stratton and A. J. Allen—25. 

In favor of 3{x7—Messrs. Joseph Jones, V. D. Perry, George 
R. Bentley, F. D. Adams, D. 8. Dockstader, George Hackett, M. 
C. Audrews, H. Longest, George E. Stevens, Leander Garey, 
Milton Wilder, L. H. Cummings, J. Marsh, J. B. Weston, J. P. 
Somerby, D. C. Richardson, B. F. Mitchell, James T. Leighton 

In favor of 4x7—Messrs. C. A. Smith, W. IE. Chamberlain, 
Samuel Griffith, R. B. Moore, W. H. H. Price, Thomas G. Davis 
and C, E. Garey—7. ia 

In favor of 33x6—Messra. Enos Varney, W. A. Morgan and 
8. A. Davis—3. 

In iavor of 4x8, M. N. Forney; 4x64, C. J. Holbach ; 3jx8, 
Aaron Steinbach ; 3x7, John Lightner ; 3jx7, H. O. Wadilie ; 
3x6, J. N. King. 

[ro BE CONTINUED. ] 





OLD AND NEW ROADS. 
Baltimore & Ohio. 


This company seems to have gone into tho “summer resort” 
business, for we find its General Manager of Hotels (Mr. H. M. 
Kinsley, formerly ot Chicago, and a famous caterer) advertising 
the company’s ** Deer Park Hotel,” in Garret County, Md., as ‘a 
delighttul summer retreat in the Allegheny Mountains, 2,800 
feet above tide-water,” all to be open July 1, with ‘‘ bowlin 
alleys, billiard rooms, croquetand quoit grounds, boarding an 
livery stables, baths—hot, cold and shower,” and also a “‘first- 
class orchestra.” Another advantage advertised is “ round 
trip tickets, good till October 31, at reduced rates.” 


North Louisiana & Texas. 


The New Orleans Picayune, of June 14, says: “ We under- 
stand that the negotiation between this and the Texas & Pacific 
companies has resulted in anagreement by which the Texas & 
Pacific Company, becomes the owner of all the stock of the 
North Louisiana & Texas Railway Company except that owned 
by the State of Louisiana, and that the contract of sale will be 
signed at Monroe in a few days from this time. , 

“It is stated that one of the conditions of this contract is 
that the suit now pending on appeal before the Supreme Court 
of the United States, entitled Henry R. Jackson e al. vs. the 
Vicksburg, Shreveport & Texas Railroad Comp ny, John T. 
Ludeling et als., shall be discontinued, the plaintiffs therein, 
who are bondholders of the Vicksburg, Shreveport & ‘Texas 
Railroad Company, receiving in full settlement of their claims 
fifty cente on the dollar on the face of their bonds, payable in 
new bonds of the North Louisiana & Texas Railroad Company, 
secured by first mortgage on the line. : 

“We are informed, however, that a suit was filed on the 
chancery side of the United States Court here, this week, at the 
instauce of the old bondholders of the Vicksburg, Shreveport 
& Texas who were not parties to the Jackson suit, for the pur- 
pose of having Ludeliung & Co.’s title declared invalid. Lhe 
charges and averments of the bill are similar to those made in 
the Jackson suit, with additions. The plaintiff in this new suit 
refuses to accept the compromise to which Jackson and his co- 
suitors have assented, being determined that the Supreme 
Court of the United States shall pass upon the sale of the Vicks- 
burg, Shreveport & Texas Railroad made to Ludeling and others 
in 1866.” 

The North Louisiana & Texas (formerly the Vicksburg, 
Shreveport & ‘Texas) road is to extend from the Missiesipp: 
River opposite Vicksburg to Shreveport, La., a distance of 170 
miles. ‘The road is ——s and in operation from the Mis- 
sissippi west to Monroe, La., 72 miles. 


Pacific, of Missouri. 


The application for an injunction to restrain the Governor of 
Missouri from advertising the road for sale to satisfy the State 
lien came up before Judge Dillon, in the United States Circuit 
Court at Davenport, Ia., June 14. After hearing some argu- 
ments, the court took the matter under advisement until July 
23. The counsel for the Governor of Missouri having agreed 
that the notice of sale should not be published before that 
date, no preliminary injunction was issued. 


Atlantic & Pacific. 


Considerable excitement has been caused among the mer- 
chants of St. Louis by new arrangements for delivering freight 
made by this company. The company recently let a contract 
for the delivery of freight and collection of charges in St. Louis 
to Mr. ©. H. Merry, and he, contrary to the previous custom, 
requires payment of all charges before goods can be unloaded, 
om also requires, in the caee of consignments of mixed freight, 
that the whole consignment shall be paid and receipted for at 


once. He also declines to notify consignees of the arrival of 
their goods. 


Pioche & Bullionville. 


Thjs narrow-gauge road was completed and the first train 
passed over it June 10. The road, which has no connection 
with any other line, extends from Pioche in southeastern Ne- 
vada to Bullionville, a distance of 18 miles. It wads constructed 
— for the purpose of hauling ore from the mines to the 
mills, 

Bangor & Oalais Shore Line. 

The stockholders have accepted the amendment to the char- 
ter which allows the company to make Bucksport, instead of 
Bangor, the western terminus of the road. 


New Jersey Railway. 


It is stated that this company has secured control of the Phil - 
adelphia & Newtown Railroad, now under construction, and 
that that road will be used as the Philadelphia end of the line. 
The Philadelphia & Newtown road has a Pennsylvania charter, 
under which it bas authority to bridge tl:e Delaware near Yard- 
leyville. It is said that the surveys of the New Jersey Railway 
are nearly completed from Waverly (near Newark) to the Dela- 





ware near Yardileyville, and that contracts will shortly be let. 
This is the company which proposes to build a new line from 

New York to Philadelphia in the interest of the Pennsylvania 

Railroad Company. 

National. 


It is reported that_proceedings in bankruptcy have been com- 
menced against this company in Philadelphia. So far as can 
be ascertained, no work is uow being dove on the road, al- 
though no legal obstacle to its completion now exists. 

The time set by the company for the payment for land taken 
for the roa] through Mercer and Somerset counties, N. J., has 
passed, but no payments have been made, 

Oamden, Gloucester & Mount Ephraim. 

This company, which recently filed its articles of incorpora- 
tion with the Secretary of State of New Jersey, intends to build 
a railroad from Camden, N. J., southeast through Gloucester 
City to Mount Ephraim, a distance of about six miles. The 
capital stock is to be $50,000. " 

Berks County. 


The grading of the first half of the road (20 miles) from 


The ho'ders of about $100,000 took cash and those of the bal- 
ance ($650,000) took stock. The town of Ware voted to take 
stock for its bonds, and Templeton voted to take cash. The 
road now extends from Palther, Mass. (the crossing of the 
Boston & Albany and the New London Northern), northeast to 
Gilbertville, 16 miles, and some work has been done on an ex- 
tension to Winchendon, 33 miles further. The stockholders of 
the new company voted to authorize a new mortgage to pro- 


vide money for completing the read to Winchendon, where it 
wil connect with the Cheshire road. 


Missouri, Kansas & Texas. 
Trains commenced running regular! 
from Sedalia, Mo., to Moberly, June 16. 


European & North American. 


Preparations are being made for the change of gauge from 
5 feet 6 inches to 4 feet 8} inches. 


Lewiston & Androscoggin. 


The application for an injunction to restrain the city of 


Lewiston, Me., from issuing its bonds to this company has been 
denied. - 


St. Joseph (Mo.) Union Stockyards. 


A company with a capital of $50,000 has been organized to 
build stockyards at St. Joseph, Mo. Ground has already been 
purchased in West St. Joseph, end work will be commenced at 
once. Among the principal stockholders are Messrs. J. M. 
Walker, of the Chicago, Burlington & Quincy; A. W. Lamb, of” 
the Hannibal & St. Joseph, and Craig, of the Kansas City, St. 
Joseph & Council Bluffs. 

A dispatch from St. Joseph says : “‘ A contract has been made 
with the Atchison, Topeka & Santa Fe road to run all their 
stock cars in here, and that road alone expects to bring about 
200,000 head of cattle. The Leavenworth, Lawrence & Galves- 
ton Railroad and the Atchison & Nebraska road are also mak- 
ing arrangements to come in here in a few weeks. The Bur- 
lington & Missouri River road has already concluded a contract 
with the St. Joseph & Council Bluffs Railroad to run over their 
track into this city.” 

St. Louis, Salem & Little Rock, 

The last rail on this road was laid June 21. The road extends 
from Cuba, Mo., on the Atlantic & Pacitic road 91 miles south- 
west from St. Louis, southward by a somewhat circuitous route 


over the new extension 





Reading, Pa., northeast is nearly completed, with the excep- 
tion of three cuts, two of which are quite short, in slate, while 
the third is through limestone and is 400 fect long and 22 feet 
deep at the deepest part. Track-laying will bo commenced as 
soon as the long cut is completcd. 


New York & Long Branch. 


Ground was broken for this road (the lower end of the New 


Jersey Central’s Long Branch line) at South Amboy, N. J., 
June 10. 


Oprebegs Valley. 


he route of this road has been finally located for the whole 
distance. The line follows the Cuyahoga River southward from 
Cleveland to Akron, 34 miles, and thence runs a little east of 
south 22 miles further to Canton, on the Pittsburgh, Fort Wayne 
& Chicago. From the summit, nine miles north of Canton, to 
Cleveland there is a continuous down grade, varying from three 
to 40 feet to the mile, the grades being thus allin favor of the 
heavy traffic, which is expected to be mainly in coal carried to 
Cleveland. 
The contractors, Van Sickle & Conger, of Akron, have over 
850 men at work, andthe line between Canton and Akron is 
more than half graded. Itis hoped that the grading will be 


‘| completed by September and that tracklayiug can be com- 


mence by September 1. Only two bridges of any size will be 
required, both of which have been contracted for. Near Akron 


there will be a trestle work 1,000 feet long varying from 17 to 48 
feet in height. 


Washington Oity, Virginia Midland & Great Southern. 

The Alexandria (Va.) Gazeite says: ‘* Work has already been 
commenced on the railroad to connect. this road with the Balti- 
more & Ohio by a ferry across the Potomac at this city, and 
will, it is expected, as the route has been located, be completed 
during the next five months. A wharf will be built from the 
Maryland shore, opposite the foot of Wilkes street, extending 
from the river bank to the channel, and ferry-boats czpable of 
carrying a whole train of cars will ran between it and the rail- 
road company’s lot, at the mouth of the tunnel 1n this city.” 

The connection is now made by steamboat from Alexandria 
to Washington and by stage from the steamboat wharf in 
Washington to the Baltimore & Obio depot. The latter com- 
pany ceased, some time since, to run its cars over the Wash- 
ing & Alexandria road. 


Chicago & Paducah. 


A nee forceis now at work laying track between Monticello, 
Il, and Fairbury. 


Indianapolis, Bloomington & Western. 

A force is at work on the bridge over the Sangamon, be- 

tween Monticello and Decatur, on the Decatur Branch. Track- 
laying will be commsnced as sooa as the bridge is finished. 
Terre Haute & Southwestern. 
In the suit of Jam2s Lankey against this company, the 
Supreme Court of Ladiana recently decided thata railroad com- 
pany has no interestin or right to a tax voted under the act of 
1869 to aid in the construction of its road until it is collected 
and the subscription for the stock actually made, and cannot 
maintain an action for a mandate against a county treasurer to 
compel him to collect the tax voted for that purpose. 


Ohicago, Rock Island & Pacific. 
This company has purchased a large tract of land near the 


new passenger house in Rock Island, [il., and will build a new ' 
round house and extensive shops there. 


Keokuk & Kansas Qity. 


Negotiations are in progress for the transfer to this company 
of the road-bed waivh w.s partially graded through Saline 
County, Mo., some time ago by the Louisiana & Missouri River 
Railroad Company. Work on this road was given up when the 


subscription cf Saline County was lost by a decision of the Su- 
preme Court. 


Junction Oity & Fort Kearney. 


Work will shortly be commenced on the extension of this road 
northwestward from its present terminus at Clay Center, Kan. 
Tho road must be completed to the west line of Clay Gounty 
by — 1, or forfeit the subscription of $75,000 made by 
the county. 


Lehigh & Eastern. 


The party making the preliminary surveys has reached Port 
Jervis, N. Y. The route’ surveyea was from Hazleton, Pa., 
eastward to Stroudsburg, and thence northeast up the Delaware 
Valley to Port Jervis. The surveys are to be continued east- 
ward to Newburg. 

Ware River. 


Under the act recently passed by the Massachusetts Legis- 
lature, a new company, with the same name, was recently 
organized in Ware, Mass. The road was recently sold under 





foreclosure, and by the act the bondholders were allowed to 


to Salem. The length of the completed road is 454 miles, and 
its cost, inciuding equipments, is reported to be neariy $2,000,~ 
000. The road reaches very extensive deposits of iron ore. 


It is proposed to extend it southward to Eminence, 35 miles 
beyond Salem. 


St. James & Little Rock. 


This newly organized company proposes to build a railroad 
from Salem, Mo., the termiuus of the St. Louis, Salem & Little 
Rock road, southward to Little Rock, Ark. 

Mount Washington. 


This railroad has just been opened in preparation for the 
summer travel. In clearing the road the working parties were 
obliged to shovel through a snowdrift eight feet deep and fifty 
rods in length. The road runs from the foot of Mount Wash- 
ington (one of the White Mountains in New Hampshire) to the 
summit, and is used mainly for pleasure travel. 


Central Pacific. 


The Sacramento Record of June 16 says: “On the 13th a 
number of railroad men, bridge builders and laborers were at 
work on the bridge spanving the Feather River and connecting 
Marysville with Yuba City. Many of the piies supporting the 
eastern end have rotted away, and must be replaced 
before the bridge can be considered sate for the passage of 
trains of heavily laden cars. The road bed will be put in oper- 
eenepene as far west as Sutter station, 11 miles west of Mary: 
ville.’ 

The road here referred to is the Marysville Branch, which ex 
tended from Davis, 6 miles west of Sacramento, on the Califor. 
nia Pacific, northeast to Marysville, on the California & Oregon. 
Some bridges onthe line were destroyed by freshets some 
time since, and the road isnow enly operated from Davis to 
Kuight’s Landing, on the Sacramento River, a distance of 19 
miles. The restoration of the line from Marysville west to Sut- 
ter will still leave a gap of 13 miles between Kuight’s Landing 
and Sutter. 

Work on the tunnelnear Martinez for the loop line from 
Banta’s to Oakland is being pushed forward, 


Railroad Legislation in New York. 


Among the acts recently passed by the New York Legis] 
and signed by the Governor are the following : sonnens 

Act to dissolve the Cayuga Midland Railroad Company. 

Act to enable the Staten Island Railway Company to have 
use and run ferry boats. . 

Act to establish communication between Richmond County 
and New Jersey, incorporating the Tubular Transit Company of 
Staten Island. 

Act to provide for the extension of the New York, Kingston 
& fopnoeee Reeens. - a 

ct authorizin e Adirondac Ompany to build a 

railroad to the whege of Caldwell. es branch 

Act authorizing the construction ofa railroad from the city of 
Syracuse to the new freight yard of the New York Central & 
Hudson River Railroad in the town of De Witt, in the County of 
Onondaga. 

Act to enable the Syracuse & Chenango Railroad Company to 
purchase tho property and franchises of the Syracuse & Che- 
nango Valley Railroad Company. 


Act authorizing the Geneva & Ithaca Railroad {Com 
extend their road. pany to 


New Issues of Bonds in the Market, 


The Chicago & Canada Southern offers, through Leonar 
Sheldon & Foster and Winslow, Lanier & Co., of New York, 
$5,000,000 of 7 per cent. gold bonds, coupon and registered, 

The New York Central & Hudson River asks bids until noon 
of July 2, for $2,000,000 first mortgage 7 per cent, bonds, hay- 
ing 30 years to run. 

he New Jersey Midland asks bids until noon of July 8 for 
$600,000 consolidated mortgage 7 per cent. gold bonds, having 
Othe Toledo, Wabash & W. 

he Toledo, Wabash & Westcra offers, through Winslow 
Lanier & Co., and Perkins, Livingston & Post, of New York, 
$1,000,000 of a new issue of $5,000,000 of 7 per cent. gold bonds 
having 20 years to run. 

The Jacksouville, Northwestern & Southeas' 
Company, of Illinois, offers}through Gibson, Casanova & Co. 
New York, $2,500,000 of first mortgage 7 per cent. gold bonds at 
90, the issue being at the rate of $20,000 pér mile, 

hy ae ged eT Minnesota offers the halance 
ot an issue of first mortgage r cent. gold bond 
ohn of Bae acy onie = ~ Milwankee Division. asbcvs 
e Central Railroad an anking Company, the Macon & 
Western Railroad Company and_ the Southwiners Railroad 
Company of Georgia (all of which have long paid dividends of - 
from 8 to 10 per cent. yearly) ask proposals for $2,000,000 of 
~~ first mortgage 7 per cent. bonds, having 20 years to run, 

ing part of an authorized issue of $5,000,000, which would be ° 
attue rate of about $7,000 per mile. Proposals will be received 
atgthe National City Bank of New York until July 16. 


T 


tern Railway 





take either cash or etock in the new company for their bonds, 
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in the results of their economy, it would give an imme- 
‘diate and powerfui stimulus to be careful and to learn all 
that will aid in reducing expenses. 

Various attempts have been made in this direction, chief- 
ly by offering premiums for the best results or by giving 
men a shbare of all saving below a certain amount. In many 
cases these have been said to be very effective, but they 
are apt to fall into disuse on account of the labor and at- 
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tention required in directing and supervising their award, 
as the system of giving tuem is obviously capable of very 
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Editorial Announcements. 


Removats,—The Chicago office of the RarRoaD GazertE has been 


removed to No. Tt Jackson street, opposite Third avenue. 


The New York office of the Rattroap GazettE is removed to Room 


131, No, 73 Broadway, opposite the upper elevator landing. 
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receive news of them. 


Inventions.—No charge is made for publishing descriptions of wha 


we consider important and interesting improvements in railroad 
machinery, rolling stock, etc. ; but when engravings are necessary 


the inventor must supply them. 


Articles.— We desire articies relating to railroads, and, if acceptable, 
will pay liberally for them. Articles concerning railroad manage- 
ment, engineering, rolling stock and machinery, by men practically 


acquainted with these subjects, are especially desired. 


Advertisements.— We wish it distinctly understood that we wil 
entertain no proposition to publish anything in this journal for pay, 
We give in our editorial 
columns OUR OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Thosewho wish to recommend their inventions, ma- 
chinery, supplies, financial schemes, etc., to our readers can do 80 
fully in our advertising columns, but it is useless to ask us to recom- 
mend them editorially, either for money or in consideration of adver- 


EXCEPT IN THE ADVERTISING COLUMNS. 


tising patronage. 


We cordially invite the co-operation of the rail- 
affording us the material for a thorough and worthy 
railroad paper. Railroad news, annual reports, notices of appoint- 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make iti our business to inform the 
public concerning the progress of new lines, and are always glad to 


system was very great. The engines with which his 
road was equipped were all or nearly all new, and of sim- 
ilar design, and the traffic comparatively light, so that it 
was not very difficult to establish some equitable system 
of awarding the premiums. On a road with a great va- 
riety of engines and a heavy traffic of different kinds, 
which is constantly changing and which often must be 
done at great disadvantage, the problem is not so sim- 
ple. But, even under the conditions first named, it is ob- 
vious that it would be necessary to watch the whole sys- 
tem with the utmost care, that it must be controlled with 
unsuspected honesty, and administercd not only with an 
intention of, but with the mental and moral capicity for, 
dealing justly. These qualifications, ‘t is hardly neces- 
sary to say, are not so common asit is desirable that they 
should be. The example 1eferred to, and others which 
might be named, indicate, however, the effect which an 
appeal to the personal interests of those who operate lo- 
comotives has on the ccst. It is, we think, absolutely 
certain that if the men could be interested more directly 
than they are when premiums alone are offe ed, a still 
greater difference in economy of operation would follow. 


t 


What we want to propose is, that if locomo- 
tives were operated by a contract with the 
runner and the fireman to do so much work 


for a specified cost, say per mile run per car, or other 
equitable system of compensation, thus giving them the 
privilege of making out of such a contract whatever 
profit their skill and care would allow, it would inevitably 
be profitable to both parties—that is, to railroad com- 








WORKING LOCOMOTIVES BY CONTRACT. 





Everybody recognizes the fact that wastefulness im- 
poverishes individuals, but it is somewhat remarkable 
that so few see that it has the same effect upon commu- 
Any person with ordinary intelligence can see 
that if he expends a thousand dollars for fireworks he 
will be so much poorer after they are burned up; but it 
is hard to convince ‘‘ thy people” that a nation which ex- 
pends millions for the more expensive fireworks of war 
is impoverished in the same way. This principle is of 
Careless- 
ness, inefficiency and ignorance in opera'ives result in 


nities. 


course applicable to the operation of railroads. 


waste, which is the destruction of so much wealth. It is 


not merely the transfer of the title to welth from one 
party to another, but usually it is the extinction of the 
Nowhere 


results of a definite amount of human labor. 
is this more obvious than in the management of loco- 
motives. If an unvkillful or careless fireman use3 more 
fuel than is necessary, it is an absolute destruction of so 


much ‘‘ value,” from which no one is the gainer, and the 
wealth of the community is therefore diminished by just 


that amount. 
Now we believe that we are quite within the limits of 
what is possible, if we assume that a careful and skillful 
locomotive runner and fireman will consume from ten 
to thirty per cent. less fuel, oil and waste than is ordi- 
narily required for doing any given amount of work. If, 
then, any motive could be presented te induce men to 
exercise all the skill and care possible, and also to study 
the best means of reducing fuel consumption, it would 
have the effect of saving to the community a very consid- 
erable amount of wealth which is now wasted. In doing 
so they weuld also be cultivating habits of frugality, 
careful observation, and close study of cause and eficct, 
thus making them not only better acquainted with their 
occupations, but making them better citizens every way, 
as the restraint which the acquisition of these habits im 
plies has a moral influence on character at the same time. 
that it cultivates mere manual skill. To suppose that the 
average locomotive runner will exert himself to the ut- 
most in order to save fuel because, in what appears to him 
an abstract soit of way, the community is impoverished 
by a waste of it, would be placing too high an estimate 
on his disinterestedness. Men of that class usually have 
too much of human nature in their constitutions to be so 
self-sacrificing. If, however, they could be made sharers 


paniesand theiremployees. The plan which we contem 

plate would be to fix upon some fair system and rate of 
compensation for different kinds of traffic, and in different 
localities and with different engines, which of itself is no 
easy matter, and one which would require great care. 
In the next place, the locomotive runner should be allowed 
to select and dismiss his own fireman, subject to the 
approval of his superior officer, and be charged with the 
cost of all the fuel, oil and waste used on his engine, and 
credited with all the work done, at the rate determined 
on. The difference between the two would represent the 
profit or loss of the locomotive runner and his fireman, 
if they were in copartnership. 


There are of course a great many difficuities and ob- 
jections to the plan which may be urged against it. Many 
of these we would of course be obliged to admit, but thus 
far none of them have seemed insurmountable. It is said, 
for example, that if runners were interested in saving 
fuel and oil, they would steal them from each other and 
from cars, or whenever opportunity offered. This objec- 
tion we belicve to be futile, and quite under the control 
of the discipline and authority of the management. An- 
other difficulty which presents itself occurs on roads 
which are not supplied with a sufficient amount of rolling 
stock, and on which the same engine is operated by differ- 
ent men. In such cases there might be some confusion, 
but even then it would be quite possible for the men who 
contract to!un the engines to select others to take their 
places and do duty for them. 

There would also be a crnstant temptation to lose 
time in one case and run fastin others, as it requires 
considerably less fuel to draw a train up grade at a slow 
than ata high speed, and in running down all the mo- 
mentum which could be acquired would be so much clear 
gain in going up the next incline. There would also be 
considerabie difference in trains, and -in their running 
time, fuel would vary in quality, thus leading to frequent 
disputes, which it would be necessary to arrange equitably. 
On most roads, too,—the older ones especially—there 
is very great difference in the efficiency of engines. 
Some would do any given amount of work much 
more economically than others, so that those who run 
them coull contract to do any given service for 
considerably less with the best engines than they could 
with those which are less efficient. This difficulty could 
be provided for by adjusting the rates of compensation to 
the different classes of engines, or possibly by making the 








different locomotives subject to open bids for doing a 
given service. Thatis, at a certain time, say once a year, 
all the engines would be presented for competitive 
tenders for operating them during the succeeding year. 
The best of them would thus be taken at the lowest 
rates, say per car per mile, and the price of the others 
would rise in inverse proportion to their efficiency, the 
poorest requiring the highest rate. If this system could 
be carried out, it would indicate with very great certainty 
which engines work most economically. 

Another good result which would be accomplished by 
such a’system is that it would, to some extent at least, 
supplant the leveling tendency of trades-unionism. The 
great curse of these organizations is that the skillful and 
industrious are brought to the same level as the ignorant 
and the idle. They try to enforce a common scale of 
wages for all. It is difficult, in fact, for them to « nforce 
their demands in any other way. If, now, the best men 
should find that by exercising their skill and employing 
the most efficient assistants they could realize considerably 
more profit than is claimed by the union to which they have 
given allegiance, self-interest would soon induce them to 
oppose the policy which places them on the same level 
with those who, without the union to support them, 
would soon fall behind. A locomotive runner would 
thus, in fact, become an employer, and have all the inter- 
ests of a person conducting his own business. 

The economy which would res:1lt to the company, and 
the corresponding profit which the locomotive runners 
would realize, would also attract a superior class of men, 
which would in turn make still greater economy possi- 
ble. Doubtless the fact that the compensation of loco- 
motive runners was materially increased would soon lead 
the old money-bags style of men to suspect that somebody 
was being cheated, as that class of people can seldom see 
any one receiving an advantage without suspecting that 
some one else is b ing injured. It must be remembered, 
however, that at present, while thousands of dollars are 
wasted through the smoke-stacks of locomotives, no one 
seems to suspect that railroad companies are the losers of 
all that wealth. It is only when part of that waste is 
diverted into the pockets of those whose skill and care 
we are trying to enlist in saving it that it begins to be 
suspected that the conspanies are the losers. 

In suggesting this system, we are of course impressed 
quite as much or more with the difficulties in the way of 
its adoption as we are with the advantages which it offers. 
It would require to be organized very cautiously and 
with great care and forethought, and watched and modi- 
fied as experience would indicate the necessity. Our 
object has not been to propose any well-matured or care- 
fully-defined method of doing it, but simply to suggest 
it, and it possible to call out discussion regarding its 
merits and practicability. 

The trials ot agricuitural engines which of late years 
have been so frequent in England have shown conclu- 
sively what can be done with care and skill. They have 
developed what might be called almost a new a:t—that 
of firing. In the reports which are given of these trials 
the skill of the firemen is now discussed almost a3 much 
as the design of the engines, and seems to have quite as 
much to do with the results obtained. That avery much 
greater field is open to firemen of locomotive engines is 
quite clear, and that an equal amount of skill will bede- 
veloped in firing them if the proper incentive is offered 
is, we believe, equilly certain. 














DUTIES TO THE PUBLIC. 





One good result, doubtless, of the present excitement 
in the West concerning railroad management will be its 
tendency to make railroad managers. consider more care- 
fully than heretofore their duties towards the public 
which their roads serve. This was needed; for the 
tendency of all business which is so situated as to be to 
some degree independent of competition, and of corpora- 
tion business particularly perhaps, is to consider almost 
solely the interests of those conducting the business, 
often to the neglect of the customers for whom the 
business is done, and for whose service, indeed, railroads 
are created. The fact that travelers and shippers have 
rights, and that their rights are equal, is doubtless ac- 
knowledged by all ; and all conscientious managers have 
endeavored to recognize these rights in their conduct of 
railroad business. But a general disposition to be up- 
right and impartial is not enough to secure justice in this 
case. To decide what is just and fair in the busincss 
of transportation often requires a laborious examination 
of evidence and a profound study of principles, some- 
thing like what is required of a judge in the trial of a case 
at law; and while the judge has the evidence carefully 
collected and examined for him, and the principles on 
which a decision should be made presented to him with 
all the skill and clearness possessed by able minds with 
years of training, the railroad manager must usually 








search out, collect and study the evidence for himself, 
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conduct of business compelled him to such conduct. 
Noblesse oblige among honorable shopkeepers and honor- 
able railroad men, no less than among men of blood and 
breeding, Railroad companies should endeavor to main- 
tain a high ideal of the faithful service owed by them, 
and refuse to be satisfied with good carnings unless they 
have done good work in return. It is exceptionally im- 
portant that they should do this, because not infrequently 
they alone are able to judge of the justice of their 
charges, the reasonableness of their rules, or the 
thoroughness with which they have done their work ; 
and when they fail, though those who suffer may not be 
able to point out the causes of the failure, they are 
likely to make a loud outcry, and as far as possible visit 
the railroads with a punishment which is none the less 
severe to them because it in no way mends the matter 
and injures the customers of railroads more than it does 
their owners. 

And in connection with a closer attention to their 
duties to the community, we believe that managers of 
railroads should make patient cflorits to render intelli- 
gible the reasons for actions which may appear arbitrary 
and unjust. It may appear to be too great a task to dis- 
pel the dense ignorance prevailing concerning the some- 
what complicated and diflicult subject of transportaticn ; 
but it is not at all improba'le that the companies will at 
some time suffer largely fiom this ignorance, which is 
the real source of nearly all the unjust legislation 
proposed or enacted. And in a matter so closely 
involving the interests of every man in the 
community as railroad transportation, the public 
has a right to be well informed. More care in 
this direction and amore conscientious effurt to serve 
the community faithfully will do much to cultivate a 
better understanding, and to relieve the companies of the 
burden of much undeserved blame, and from ill-con 
sidered and harmful efforts to deprive them of the con- 
trol of their business. 








Horace F. Clark. 





Mr. Horace F. Clark, who died at his resideneo, No. 10 East 
Twenty-second street, New York, on the night of June 19, was 
the son of Rev. Daniel A. Clark, in his day one of the prominent 
ministers of the Presbyterian church, and was born at South- 
bury, Conn., November 29, 1815, and so was nearly 58 at the 
time of his death. He was prepared for college at Amherst, 
Mass., and received his degree as Bachelor of Arts from Wil- 
liams "College in 1833. The same year he began the study of 














law in New York, where, in 1837, he began the practice of that 
profession, in which he soon took a high. rank, having at one 
time, it is said, a larger chancery practice than any other man 
in the State. In 1856 he was chosen a member of the Thirty- 
fifth Congress as a Democrat, and served two terms, exercising 
a markedinfiuence. In 1861 he resumed the practice of the law, 
but soon became interested in railroad business. In 1848 he had 
married a daughter of Cornelius Vanderbilt, then by no means 
so powerful as now in railroad management, but a very wealthy 
man and making way rapidly toward the controlling position 
which he now occupies. This connection, doubtless, together 
with his legal ability, brought him naturally into relations 
with railroad interests, and as early as 1857 he was a director 
ofthe New York & Harlem Company. Soon he took his place 
in the boards of nearly all the roads in which his father-in-law 
is interested, and latterly in others also, and was promoted to 
positions iu which he exercised as much power probably as any 
one man on those boards. He was at times an 
active and very successful speculator, and secured in his own 
individual control immense interests in several companies; and 
usually ithas been said of him, as it has been said of Vander- 
bilt, that when he came intoacompany “he came to stay ;” that 
is, his speculations seemed to have for their object the perma- 
ent control of properties rather than the immediate profit from 
a rise in prices. In many enterprises he was usually associated 
with Augustus Schell, a lawyer and politician of some note, and 
James H. Banker, who is also, we believe, a son-in-law of Mr- 
Vanderbilt. i 

For some years before his death Mr. Clark was a director of 
the New York Central & Hudson River, and of the two compa- 
nies which formed it, of the New York & Harlem, the 
New York & New Haven, and the Lake Shore & 
Michigan Southern and the companies out of which it was 
formed. On the formation of the latter company by the con- 
solidation of the different roads between Buffalo and Chicago, 
he became its President, and in the comparatively short time 
since he made most of his reputation as an. administrative 
officer of great ability, energy and determination, so 
that at the time of his death he would doubt- 
less have been generally ranked with the ablest 
men in the country holding similar positions. He 
showed a good comprehension of the necessities of traffic, rare 
independence and unsurpassable determination in deciding upon 
and carrying out policies, an appreciation of the value of abilty 
and skill which led to a liberal policy which has enabled the com- 
pany to secure a most capable staff of officers, and an enter- 
prise and financial skill which have caused the company to pro- 
vide more fully, perhaps, than any similar line for the enormous 
growth in traffic. He was fortunate in finding this road well 
officered, and doubtless it has been the knowledge of the staff 
which chiefly guided him, as indeed it must any executive who 
is less than omniscient. 


Dunkirk, Warren & Pittsburgh, Erie & Pittsburgh and Tuledo, 
Wabash & Western companies, and, until the late election, in 
the Cleveland, Columbus, Cincinnati & Indianapolis. He was 
for some years an active director of the Western Union Telc- 
graph Company, and just before his death was chosen a director 
of the Shore Line Railroad Company of Connecticut. He had 
reached that positioa of reputation and influence in which 
his name was sought as a support in companies to which he 
could g-ve very little thought. 

In March, 1872, Mr. Clark, with others who were usually asso- 
ciated with him, were chosen directors of the Union Pacific 
Railroad Company, and Mr. Clark became President, to which 
office he was re-elected last March. It has been common to 
speak of this as one step in a preconceived plan to unite under 
one management a line from the Atlantic to the Pacific, and 
those who so believed thought their belief to be confirmed by 
the bold movement last fall by which Mr. Clark and a party 
with whom he had not been associated before secured control 
of a very large part—probably a majority—of the shares of the 
Chicago & Northwestern. But these people do not consider 
the very small values which the Union Pacific could have to the 
roads in which Mr. Clark was chiefly interested. The traffic, 
not large at best, must be pretty well divided before it reaches 
Chicago even, and a connection a hundred miles longin a State 
east of Chicago might easily give a more profitable traffic to 
the Lake Shore or the New York Central than the entire thou- 
sand miles of the Union Pacific. The Chicago & Northwestern 
probably brings to Chicago yearly for shipment eastward ten 
times as much traffic as passes the Union Pacific 
bridge at Omaha; but it is a question whether 
it was intended to make this road, or system of roads rather, 
feeder of the Lake Shore as against its existing competitors so 
much as to prevent a combination with a new route. However 
this may be, Mr, Clark seems not to have obtained entire con- 
trol of this company’s stock, or else to have omitted to exer- 
cise 1t—which was not his way—for of the five or six directors 
chosen at the recent election, only one Lake Shore man was 
chosen, who, however, has since been made President. 

Mr. Clark’s death probably overturns many plans. The pub- 
lic has generally and naturally looked upon him as the prob- 
able successor of Cornelius Vanderbilt in most of the proper- 
ties controlled by him, no one supposing that Mr. Clark would 
give place to a successor before his venerable father-in-law. He 
was President of the Union Trust Company, one of the most 
important financial institutions of New York, where he kept his 
office. 

It may be imagined that a man who had become eminent in 
law, in politics and in railroad administration, possessed great 
versatility of mind. Perhaps his most prominent personal 
traits were tremendous industry and an indomitable will. He 


did not readily take a secondary position, but he exercised au- 
thority unhesitatingly, naturally and well. 





His connection with this road doubtless gave him the place 





which he occupied to the time of his death as a director of the 


The following resolutions were adopted at a special meeting 
of the board of directors of the Lake Shore & Michigan South- 
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ern Company, convened on account of its President's 
death : 

Resolved, That the board of directors of the Lake Shore & 
Michigan Southern Radway Company have heard with feelings 
of the most painful regret of the death of our late much re- 
spected and esteemed associate and friend, Mr. Horace F. 
Clark, who for several years held the office of President of this 
company, and discharged his responsible and laborious, duties 
with untiring industry and groat ability, and with that high 
integrity wnich ever distinguished him in his whole protes- 
sional aud official life; that in his death we feel that we have 
lost an officer wise in counsel, prudent in action, honest in 
purpose, and who had the capacity to conceive great designs 
and the courage to execute them. . 

Resolved, Tnat we tender to the family of our late honored 
President and valued triend the assurance of our warmest 
sympathies, and mourn with them their great and irreparable 


a That the board of directors, as a last tribute of 
respect, will attend the funeral to-morrow afternoon, at the 
church of the Rev. Dr. Adams. 


Resolutions were also passed by the boards of the New York 
Central & Hudson River and the Western Union Telegraph 
companies. 








The Dixon Bridge Letting. 





The City Council of Dixon, Ill., recently advertised for bids 
for constructing a bridge to replace the one which fell down 
and caused so great a loss of life not longago. ‘Lhe bridge is 
to consist of five spans of 132 feet each, and to have a roadway 
18,feet and two sidewalks each 5 feet wide. The bids were as 
follows : 

1. Kellogg Bridge Company, of Buffalo, $98.74 per lineal fvot ; 

Koln Bridge Company, of Buffalo, $82.57 per lineal foot; iron 
work aloe. , 

‘incinnati, $75.10 per lineal foot ; iron floor beams. 

* ee ee Sass, Gee lineal foot; wooden floor 


3 King ion Bridge Cumpeng. of Cleveland, $31.77 per lineal foot’; 
j floor beams erected. 
Kine tron Bridge Company, of Cieveland, $48.55 per lineal f.ot ; 
iron floor beams with railing complete. 
4. J. W. Shipman & Co., of Cincinnati, $65 per lineal foot; com- 
te. : 
5. aioe Bridge Company, of Chicago, $49.50 per lineal foot ; 
wooden floor beams, without railing. 
American Bridge Somes. of Chicago, $35 per lineal foot ; com- 
ination, without railing. : : 
amenenn Bridge Company, of Chicago, $29.50 per lineal foot ; 
truss, without railing. 
6 peaeape Bridge Company, of Cleveland, $37 per lineal foot; all 
a mplete. 
Bucke 7 Bridge Company, of Cleveland, $29 per lineal foot ; 
en floor beame. ee 
7 Philipsbar Manufacturing Company, of Phillipsburg, N. J., $58 
* “per lineal foot; complete, without railing. e 
Phillipsburg Manufacturing Company, of Phillipsburg, N. J., $52 
per lineal foot; iron alone, erected without railing. 
8, Canton Bridge Company, of Canton, O., $43.20 per lineal foot; 
* powstring, 70 pounds per squire toot, factor of safety of 5. 
Canton Brisge Company, of Canton, U.. $33.64 per lineal foot; 
bowstring, 70 pounds per -quare foot, factor of safety of 4. 
Canton Bridge Company, of Canton, U., $57.18 per lineal toot ; 
truss, 7) pounds per square foot, factor of sa‘ety of 5. 
Canton Bridge Company, of Canton, O., $51.40 per lineal foot; 
truss, 7J pounds per square foot, factor of safety of 4, 
9. Detroit Bricge & Iron Works, of Detroit, $60 per iineal foot; com- 


plete. 5 
ith Bridge Company, of Toledo. $50 per lincal foot ; wooden 
” -° peuen?, proportioned for 3,000 pounds per foot. 

S.nith Bridge Company, of Toledo. per ‘ineal foot; iron floor 
beams, proportioned for 3,000 pounds per foot. ' 
Smith Bridge Company, of ‘foled ». $30 per lineal foot; combina 

tion bridge proportioned for 3,000 pounds per foot. 
Smith Bridge Company, of Toledo, $19 per lineal foot; all wood, 
proportioned for 3,000 pounds per f: ot. 
Smith Bridge Company, of Toledo, $25 per lineal foot; Howe 
truss, proportioned for 3,000 pounds per foot. _ ; 
. Louisville Bridge & Iron Company, of Louisville, $80.75 per 
lineal foot; iron floor beams. 
Louisville Bridge & Iron Compary, of Louisville, $79 per lineal 
fvot; wooden fluor beams, i ¢ 
Louisville Bridge & Iron Company, of Louisville, $52.75 per 
lineal foot; Huwe truss combination. Le 
Louisville Bridge & Iron Company, of Louisville, $29.75 per 
liveal foot; Howe truss combination. 
12. —~ Cooper, of Albany, $55 per lineal foot; iron floor beams 
te. ? 
14, —— Bridge Company of Pittsburgh, $83.88 per lineal foot; 


te. “ 
15. 1 w Disemere, of St. Joseph, Mo., $23.50 per lineal foot ; Howe 


1 


= 


L WW. Dinsmore, of St. Joseph, Mo., $23 per lineal foot; com- 
*pinati ood floor beams. 
L ae Dinsmore, of St. Joseph, Mo., $27 per lineal foot; com- 
“pination, irén floor beams. 
L. W. Dinsmore, of St. Joseph, Mo., $24 per lineal foot; his 
old style. 
f Chicago, $51.50 per lireal foot; iron floor beams. 
7 x ioe, of Chicago. $35.50 per lineal foot ; combination bridge. 
17. —_ Spafford, of ——, $:5 per lineal foot; Howe truss. 
* ___ Spafford, of ——, $!5 per jineal foot ; anocher style. 
18, Wells, French & Co., of Uhicago, $29 per lineal foot; Howe 
19. J i Josler, of Freeport, Ill., $31.82 per lineal foot; patent 
we ch. 
20. Pius iron Co., of Pheeaixville, Pa., $84 per lineal foot; com- 
plete. 


If some of the above tenders are accepted, we would recom- 
mend the enactment ofa law forbidding baptisms in the vicini- 
ty of the bridge, as under the same circumstances the new 
bridge will be sure to fall down, as the old one did. The City 
Council of Dixon have apparently not learned any wisdom by 
experience, as we learm they have not made any specifications 
for the new structure, and, therefore, have received bids rang- 
ing from $37 to $98.74 per lineal foot for a bridge constructed 
of iron throughout, and from $13 to $29.75 for a wooden bridge. 
Verily the bridge doctors disagree. 








Tue Texas & Pacrric Rattway, according to announcement 
made heretofore, will cross the mountains in California through 
the San Gorgonio Pass; but it has not generally been understood 
by what route the road would reach this pass, which is about 80 
miles nearly due northeast from San Diego. California papers 
report that the route finally decided upon is from San Diego 
directly up the coast nearly 40 miles northwestward to the 
mouth of the San Luis Rey River, thence northeast through 
Santa Margarita Valley to Tamecula, and thence east by north 
to San Gorgonio Pass, making tho distance something like 120 
miles. From the Pass to the Colorado crossing the distance 
will be nearly due southeast, and the first 160 miles of the 
road wili thus form nearly three sides of @ parallelogram, At 
San Gorgonio Pass the distance to Fort Yuma is but about 25 
miles longer than the straight line from San Diego. to Fort 


Yuma, which latter is, however, impracticable for a railroad. 
By this arrangement Los Angeles and San Diego will be about 
equally distant from all points on the Texas & Pacific east of 
San Gorgonio Pass, and the wisdom of making San Diego the 
terminus and the possibility of making traffic go there when 
the road is built seem very questionable. The parts of the 
line west of the Pass may, however, be worth building, as they 
will be almost the only parts of the line in California from which 
any considerable local traffic gan be expected. But they may 
take the position of branch lines, while the through traffic goes 
up by the Southern Pacific of California to San Francisco— 
where, by the way, the Pacific coast traffic is pretty sure to go 
in spite of all efforts to divert it. 








Mr. Atsert Keep, who has been chosen to succeed Mr. John 
F. Tracy as President of the Chicago & Northwestern Railway 
Company, is a wealthy resident of Chicago, formerly in active 
business there, and now a large land owner in the city. He is 
but distantly, ifatall, related to the late Henry Keep, who was 
President of the company four or five years ago, and is not 
known to have been connected with him in any of his railroad 
enterprises and speculations, though he has been for some 
time in the Michigan Southern, in which Mr. Henry Keep had 
a very largo interestatone time. Mr. Albert Keep is a director 
in the Lake Shore & Michigan Southern at the present time, 
and is probably the representative of a number of the largest 
Northwestern stockholders (who have been known as the “ Ho- 
race F. Clark party”), several of whom (but not all) are also 
leading men in the Lake Shore; but he was probably more ac- 
ceptable to the older management than Mr. Clark would have 
been, or another of this party more closely connected with the 
Lake Shore administration. He entered the Northwestern 
board at the election on the 5th inst., succeeding Mr. John M. 
Burke, of New York, being the only new director. 

Mr. Keep is reported to be a man of extremely agreeable 
manner, and likely to be a popular officer, as well as an honora- 
ble and faithful one. 








Tue NationaL Car-Buriper for July will contain the official 
report of the last convention of the Master Car-Builders’ Asso- 
ciation, with all the committee reports, except the long one 
on brakes, and the debates nearly verbatim, like that on the 
subject of car-axle journals in this-number of the RarLRoap 
Gazette, Which is taken fiom this report. The official report 
will contain besides what is publishedin the Cur-Builder the 
report of the Coinmittee on Brakes and that of the Master 
Mechanics’ Association Committee on Axies, which was read at 
the Master Car-Builders’ Convention and is printed with the 
discussion on journals in this paper. 














The Chicago Free-Pass Resolutions. 





The following are the resolutions concerning the practice of 


issuing free passes as finally approved by the Chicago com- 
panies : 

Whereas, It is believed that the issuing of freo passes and 
the granting to certain classes of people the right to travel 
upon railways without the payment of fare, whilo the rest of 
the traveling pit are required to ‘pay, is acause of frequent 
and well-founded dissatisfaction, and, in practice, is shown to 
be inconsistent with proper railroad managem:2nt, andis in vio- 
lation of the true interests of the share and bondholders ; 
it is, therefore, 

Resolved, That from and after the 30th day of June, 1873, 
the whole system of issuing free passes and granting free travel 
over and upon the roads represented at this meeting shall 
be abolished and wholly and forever discontinued, and 
all outstanding passes, whether season or trip, shall be 
recalled and canceled, and that, after that date, no free 
passes or tickets for which the full regular passenger fare is 
not paid shall be authorized or issued, directly or indirectly, 
in any form, by any railroad company here represented, or 
its agents, over its road, or any partof the same, to apy person 
er persons, or for any purpose whatsoever ; but that, aside 
from the officers, agents or employees of said respective rail- 
road companies while tiaveling over their own roads or while 
employed in the service of their own respective companies, all 
persons and classes of persons shall alike be required to pay. 
the usual and established fare ; provided, 

First—This agreement shall not extend to cases in which 
any of the companies siguing this agreement are bound to 
issue passes by virtue of leases or other lines or by existing 
written contracts ; provided, 

Second—That attorneys shall not be considered employees 
entitled to passes under this resolution, unless they are regu- 
larly retained as salaried officers ; provided, 

Third, That all annual passes which have been issued may 
remain outstanding and in force until the 31st day of December 
next, but none shall be renewed or others issued ; provided, 

Fourth, ‘That each company may authorize the wives and 
children of the officers and employees of the companies to 
travel without the payment of fare on their own roads at the 
< iggae of the President or Superintendent of the respective 
roads. 

Resolved, That the railroad companies here represented by 
their officers hereby pledge themselves to maintain and carry 
into effect the above resolutions in their full purport and intent; 
that they cause their respective names to be hereto subscribed, 
and that all other railroad companies be requested to join in 
this action and become parties hereto by causing their names 
to be hereto subscribed. 

The. undersigned railroad companies agree each with the 
other to keep, strictly to observe, maintain and carry into 
effect the provisions of the foregoing resolutions to their full 
meaning and intent. 

Signed by the representatives of the 

Chicago & Northwestern Railway. 
Chicago & Lowa Railroad. 

Chicago, Milwaukee & St. Paul Railway. 
Chicago, R ck Island & Pacific Railroad. 
Chicago, Burlington & Quincy Railroad. 
Chicago & Alton Railroad. 

Illinois Central Railroad. 











—The directors of the Winona & Southwestern Railroad Com- 
pany, recently elected, are classified as follows: To hold office 
for one year—E. 8. Youmans, H. M. Burchard, H. W. Lamber- 
ton, Wm. Mitchell; for two years—J. C. Easton, Wm. Windom, 
Wm. H. Yale, John A. Mathews; for three years—R. D, Cone, 
John. > M. G. Norton, Thomas Simpson. The members 

v 





of the Executive Committee are: Wm. Mitchell, Thomas Simp- 
son,-M, G. Norton, H. W. Lamberton, H. M, Burchard, 


@®eneral QMailroad Mews. 
ELECTIONS AND APPOINTMENTS. 








—The new board of directors of the Peoria, Pekin & Jackson- 
ville Railroad Company has re-elected John Allen, President, 
and Lebbeus Chapman, Jr., Secretary. 


—Mr. J. W. Moore has been elected President of the Bangor 
& Calais Shore Line Railroad Company. 


—Col. O. N. Lull, long Superintendent and Engineer of the 
Cumberland Valley Railroad, will, after July 1, be Chief En- 

ineer, in charge of roadway and equipment. Mr. J. F. Boyd, 
ormerly General Superintendent of the St. Louis & Southeast- 
ern, has been appointed Superintendent of the road. 


—Atthe annual meeting of the Indianapolis, Cincinnati & 
Lafayette Railroad Company in Indianapolis, Ind., June 18, 
the following board of directors was chosen: W. A. Booth, G. 
A. Bliss, J. A. Roosevelt, New York; T. A. Perkins, Boston; J. 
H. Bates, J. 8. Kennedy, Cincinnati ; G. H. Chapman, Indian- 
apolis. William A. Buoth was chosen President. 


—At the meeting of the directors of the St. Paul & Sioux 
City Railroad Company in St. Paul, June 18, the old officers 
were re-elected for the ensuing year as follows : President, E. 
F. Drake; Vice-President, J. L. Merriam; Treasurer, H. 
Thompson ; Secretary, G. A. Hamilton. 


—At the annual meeting of the Chicago, Danville & Vin- 
cennes Railroad Company in Chicago, January 19, the follow- 
ing directors were elected: James W. Elwell, James D. Fish, 
Amos Tenney, Matthew Taylor, W. D. Judson, New York ; John 
Tenney, Boston; Alvin Gilbert, Rossville, Iil.; John L. Don- 
ovan. Watseka, Ill. ; George Nebecker, Covington, Ind. The 
directors at a subsequent meeting re-clected the old officers, as 
follows: W. D. Judson, President; Amos Tenney, Treasurer ; 
J. 8. Campbell, Secretary ; Joseph &. Young, Manager. 

-—Mr. Ofis Willis, lomog a conductor on the road, has been 
appointed Assistant Superintendent of the Prairie du Chien 
Division of the Milwaukee & St. Paul Railway. 


—The bondholders of the Ware River Railroad Company met 
in Ware, Mass., recently, and organized a new company (by 
the same name) by the election of the tollowing directors : 
Chester W. Chapin, J. A. Rumrill, Springfield, Mass.; ©. A. 
Stephens, Ware, Mass.; F. Morgan, Palmer, Masg.; E. B. Gil- 
lett, Westfield, Mass.; William Mixter, Hardwick, Mass.; W. 
W. Whitney, Winchendon, Mass. ; C. A. Perley, Baldwinsville, 
Mass.; Lewis May, New York. The board organized by elect- 
ing officers as follows : President, James A. Rumrili; Clerk and 
Treasurer, William Ritchie. 


—The directors of the United New Jersey Railroad & Canal 
Company met in Trenton, N. J., June 17, and re-elected the old 
oflivers for the ensuing year, as follows: President, John G. 
Stevens; Vice-Pros:dent, Alfred L. Dennis; Secretary and 
Treasurer, Ricbard F. Stevens. 


—Mr. Dyer Wiiliams has been appointed Superintendent of 
the Cayuga Lake Railroad, with headquarters at Aurora, N. Y. 
Mr. Williams was formerly on the New York Central, but for 
somo years past has been engaged in manufacturing. 


—Mr. James T. Van Horn, formerly of the East Pennsylvania 
Railroad, has been appointed Master Mechanic of the Wilming- 
ton & Reading Railroad, in place of Abram Brandt, resigned. 


—Ata meeting of the directors of the Chicago & Northwest- 
ern Railway Company, June 19, Mr. Albert Keep, of Chicago, 
was chosen President, in place of John F. Tracy, resigned. Mr. 
M. L. Sykes, Jr., the Vice-President, was chosen also Secretary 
and Treasurer, in place of C. R. Marvin, who has resigned. Mr. 
S. O, Howe was elected Assistant Secretary aud Treasurer, a 
new Office. The two last appointments to take effect July 1. 

—Mr. R. A. Auger, long Track Master of the New York Cen- 
tral Railroad, has accepted an appoiutmeat as Superintendent 


of Track of the Canada Southern Railway, with office at St. 
Thomas, Ont. 


—Mr. Mark M. Towne, late Assistant Superintendent of the 
Atchison & Nebraska Railroad, has accepted an appointment 
as Superintendent of the Eastern Division cf the Missouri, 
Kansag & Texas Railway ¢Hanvibal to Sedalia, Mo.), with office 
at Hannibal, where one brother (H. A. Towne) is Master Me- 
chanic of the Hannibal & St. Joseph R ilroad, and another 
brotherl(L. W. Towne) is Assistant Superintendent of the same 
road; a third brother, A. N. Towae, being General Superin- 
tendent of the Central Pacific Railroad. Mr. M. M. lowne is the 
youngest of ths railroad family, being about 27 years of age. 
For several years, and until about a year ago, he was Train 
Dispatcher on the Iowa Division of the Chicago & Northwest- 
ern Railway, at Boone, Iowa, 


—At the adjourned annual meeting of the stockholders of the 
Atlantic & Pacific Railroad Company, held in New York, June 
24, the following board of directors was elected : Frederick Bil- 
lings, Woodstock, Vt.; Oliver Ames, North Easton, Mass.; Uriel 
Crocker, George S. Curtis. Francis B. Hayes, Charles J. Mor- 
rill, Boston, Mass.; E, E. Bishop, Bridgeport, Conn.; W. R. 
Garrison, Joseph Seligman, William H. Coffin, Andrew V. Stout, 
New York ; Andrew Pierce, Jr., St. Louis ; Ozias Bailey, White 
Cloud, Kan. The new directors are Messrs. Bishop and Gar- 
rison, who fill the places of Jacob Sleeper, of Boston, and Joseph 
Brown, of St. Louis, the latter, however, having resigned his 
position on the board some months ago. 


—At the annual meeting of the Grand Rapids, Newaygo & 
Lake Shore Railroad Company in Grand Rapids, Mich., June 
19, J. W. Converse, L. H. Randall, D. P. Clay, E. L. Gray, W. 
D. Fuller, C. Warner, W. D. Foster, E. P. Fuller and E. Brad- 
ford were chosen directors. The directors elected D. P. Clay. 
President ; C. Warner, Secretary; E. P. Fuller, Treasurer, and 
D. P. Clay, C. Warner and W. D. Foster the Executive Com- 
mittee. 

—At a meeting of the directors of the Washington City, Vir- 
ginia Midland & Great Southern Railroad Company in Alex- 
andria, Va., June 20, William G. Casenove was elected Vice- 
President of the company. 

-At a meeting of the corporators and subacribers to the 
stock of the North & South Jersey Railroad Company, in Tren- 
ton, N. J., June 17, the following board of directors was elected : 
Joseph D. Pancoast, Joseph R. Lippincott, Salem, N. J.; Sam- 
uel H. Robbins, Allentown, N. J.; Randall E. morgan, Camden, 
N. J.; Edwin A. Ford, Bordentown, N. J.; A. G. Ritchie, Tren- 
ton, N. J.; Edward Howe, Princeton, N. J.; William Bell, 
Perth Amboy, N. J.; Benjamin F. Smith, New York. 

—The Wisconsin Railread Company, formed to take the St. 
Croix land grant and build the roads required, was organized 
in Milwaukee, June 18, py the election of the following officers : 
President, John W. Cary; Vice-President, Wm. Wilson ; Treas- 
urer, J. M. Whiting; Secretary, D. C. Green; directors, Wm. 
Wilson, J. H. Knapp, Menominee, Wis.; Thad. C. Pound, Chip- 

ewa Falls, Wis.; R. F. Watson, Eau Clare, Wis.; J. F. Gilbert, 
Soha W. Cary, J. M. Whaling, Milwaukee, Wis.; John Lawler, 
Prairie du Chien, Wis.; O. S. Powell, River Falls, Wis.; P.O. 
ee, D. D, Campbell, Hudson, Wis.; John Moloy, Lafayette, 

18. 

—A circular from the offices of the Atlantic & Great Western 
Railroa it{Company announces the energy Newem onol “Mr. J. 
H. Deve reux is hereby appointed General Manager of the com- 
pany’s lines and property, his appointment to take effect from 
ibis date. Mr. James B, Hodgskin, Vice-President, is relieved 




















irom duty at Meadville, in apcordance with the annexed resoluy ‘ 
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tions of the Executive Committee, and willreturn to New York.” 
The resolutious of the Executive Committee are as follows : 
‘* Whereas, Mr. Jas. B. Hodgskin, Vice-President and Treasurer, 
has fully and satistactorily accomplished tae objects for which he 
was temporarily placedin charge of the road at Meadville, Pa., and 
“ Whereas, The recent appointment of Mr. J. H. Devere2x as General 
Manager of the company wil! permit Mr. Hodgskin to return to New 


York, where his serviess are required in the general offices of the 
company, therefore be it 


* Resolved, Yhat Mr. Hodgskin be authorized to trans‘er all con- 
eat tne road to the General Manager at Meadville, and rcturn to 

ew york, 

“ Resolved, That the thanks of the Executive Committee and otf 
the company are due to Mr. Hodgskinfor his very able and satisfac- 
tory discharge of the trusts committed to him; and that these reso- 
latious be puvlished in tull upon the general order announcing Mr- 
Devereux’s appointment.” 

—In spite of an injunction from the Circuit Court at St. 
Louis, a meeting of the stockholders of the Laclede & Fort 
Scott Railroad Company was held in St. Louis, June 16, at 
which the following were elected directors for the ensuing 
ype: George E. Merrick, G. A. Fitch, A. C. Mitchell, John 

iogan, C. G. Harris, 8. W. Calhoun and Merrill Ladd. 

—Ata meeting of the directors of the Baltimore & Drum 
Point Railroad “cor ma held June 13, the following officers 
were elected: President, Daniel R. Magruder; Vice-President 
and General Manager, William R. Hutton; ‘Treasurer, Gen. 
George H. Stuart ; Secretary and Assistant Treasurer, John G. 
Butler ; Executive Committee, F. L. Barreda, Jas. Webb, D. R. 
Magruder, Vernon H. Brown,~Isaac Solomon and William R. 
Hutton, ex officio. 

—The board of directors of the Canton Company has ap- 
eee the following Executive Committee: Chas. J. Baker, 

resident ; Geo. S. Brown, of Baltimore, Vice-President; 8. L. 
M. Barlow, Wm. Butler Duncan and Jas. H. Banker. 


—At the annual meeting of the Syracuse Northern Railroad 
Company, held June 9, the following were elected directors for 
the ensuing year: James J. Belden, Allen Munroe, William H. 
Carter, James A. Clark, Orin R. Earl, Frank Hiscock, Jacob 8. 
Smith, Lucius Gleason, Thomas Gale, William T. Hamilton. 

—Mr. A. L. Crawford, of Newcastle, Pa., is President; Wm. 
Brewster, of Erie, Pa., Secretary and Treasurer, and J. W. 
Blanchard, formerly of Newcastle, Pa., Superintendent of the 
St. Louis, Salem & Little Rock Railroad. 


—Ata meeting of the stockholders of the Salina, Atlanta & 
Raymond Railroad Company at Salina, Kan., June 18, the fol- 
lowing board of directors was elected for the ensuing year : 
Robert Morrow, 8. W. Cory, Abram Cutler, A. D. Searl, Law- 


rence, Kan.; D. R. Wagstaff, J. H. Prescott, Salina, Kan.; T. E. |- 


Simpson, McPherson, Kan.; Z. H. Cory, Leavenworth, Kan.; 
M. V. Cutler, Dodge City, Kan. At a subsequent meeting the 
board elected the following officers: President, J. H. Prescott ; 
Vice-President, Robert Morrow; Secretary, D. R. Wagstaff; 
Treasurer, Z. H. Cory; General Manager and Superintendent, 
Abram Cutler; Chief Engineer, A. D. Searl. 


—At the annual meeting of the Manchester & Lawrence Rail- 
road Company in Manchester, N. H., May 30, the following di- 
rectors were elected: Ezekiel A. Straw, Benjamin F. Martin, 
Nathan Parker, Aretas Blood, Manchester, N. H.; Edward A. 
Abbott, Concord, N. H.; William W. Stickney, Exeter, N. H. ; 
Joseph W. Smith, Andover, N. H. 


—At the annual meeting of the Wilton Railroad Company in 
Nashua, N.H., May 28, the following officers were elected: 
Clerk, J. Thornton Greeley; Treasurer, Theodore H. Wood; 
directors, William W. Bailey, Isaac Spaulding, William Rams- 
dell, Clark C. Boutwell, John Reed. 








CHICAGO RAILROAD NEWS. 


Chicago & Paducah. 


This road is being pushed rapidly forward, track-laying being 
done at both ends. The track is now laid from Fairbury to 
Gibson, the point where the line crosses the Bloomington Branch 
of the Toledo, Wabash & Western road, a distance of 25 miles 
from the point above named. Ten miles of track have also been 
laid from Monticello northward. There remains a gap of 25 
mailes to « the two sections of road, and it is believed that 
this will be put in and trains be running from Streator to 
Windsor by the 10th of July. 


Pullman Palace Oar Oompany. 

This company has removed its general offices to the north- 
west corner of Adams street and Michigan avenue. Six mag- 
nificent palace cars were shipped last week for England, where 
they are to run upon the Midland Railway, and it 1s expected 
that this is but jthe first installment of many similar shipments 
in the future. The Vice President of the company is about to 
start for Europe to superintend the introduction of the sleeping 
cars upon European roads. 


Michigan Oentral. 


This company has commenced the construction of a grain 
elevator at Detroit having a capacity of 800,000 bushels. The 
Jackson, Lansing & Saginaw Division has just been ballasted 
from Crawford to Otsego Lake, a distance of 20 miles, and the 
route thence to the Straits has been surveyed by several lines, 
but the exact location of that portion of the road has not been 
definitely fixed. 


Passenger Tariffs. 


These have not all been made out yet. Some excitement has 
been created in this city by an announcement that the Illi- 
nois Central had increased its fares to suburban stations. But 
while single fares are higher, the company will sell commu- 
tation tickets at the old rates. The general passenger tariff 
on the Illinois Central will remain about as it has been hereto- 
fore. The new passenger tariff of the Chicago, Rock Island & 
Pacific Company has been completed, and 1s as follows : 
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The new rates are a reduction from the old ones, amounting 
to from 8 to 15 per cent., and in a few instances to more than 
that. Both railroad men and intelligent farmers feel that the 
new law is an experiment, and that while it will serve to bring 
to the attention certain facts which the general public never 





knew before, it?will need revising at the very first session of the 
Legislature, which will be held next January. Mcanwhile the 
qeag of the law will be watched with the keenest interest by 
all parties. 


The New Freight Rates. 

These will generally go into effect promptly on the first da: 
of July. After that no favors will be shown to any one, an 
shippers will be obliged to take their turn as people do in voting 
or calling for letters at the post-office. At present there is a 
a deal of anxiety onthe Chicago & Alton and the Illinois 

ntral roads on the part of shippers to fet lumber and grain 
to their destinations before the ‘iret of July, on the favorable 
terms which the old law permits, and the consequense is that 
the demand for cars on these roads very much exceeds the 
supply. Orders have been given by . Tucker, General 
Freight Agent of the Illinois Centrai road, to bill all freight 
after midnight on the 30th inst. at the new schedule rates, 
which will be substantially similar to those of the Chicago & 
Alton Company. The new freight tariff ot the Lilinois Central 
is not yet completed, for the reason that it depends very much 


upon the tariffs of other competing roads; but it will be pro- 
mulgated in time. 


Chicago, Burlington & Quincy. 

This company bas removed the tools and machinery in the 
Quincy ~y to Creston, Iowa, for use in the division shops of 
the leased Burlington & Missouri River road at that place. 

The change of freight tariff on the 1st prox. is supposed to 
necessitate the abandonment of most of the through business 
at that place to the Toledo, Wabash & Western, which has the 


short line eastward ; and this latter company is reported to be 
pespemeg to abandon its present Quincy line, and to connect 
wi 


that poe only by local trains on the Quincy, Alton & St. 
Louis road to its Hannibal line. 








PERSONAL. 





—Mr. Charles O. Russell, Superintendent of the Boston & 
Albany Railroad, was married recently to Miss Eugenia Brad- 
ley, at Meriden, Conn. 

—Mr. Edward Benham, General Freight Agent of the Cin- 
cinoati, Wabash & Michigan Railroad, while riding on a train 
about six miles south of Goshen, Ind., leaned over from the 
platform of the car in order to throw a message to some work- 
men, in doing which his head struck a post aud he was thrown 
under the car and killed. 

—Mr. F. R. Myers, General Passenger and Ticket Agent of 
the Pennsylvania Company, has taken up his residence at Can- 
ton, O., on the Fort Wayne road, 101 miles from Pittsburgh. 








TRAFFIC AND EARNINGS. 


—The earnings of the Toronto, Grey & Bruce Railway for the 
month of May were: 1873, $19,776; 1872, $9,060; increase, 
$10,716, or 1184 per cent. The earnings for the five months 
ending May 31 were $77,605, or $892 per mile. 

—The earnings of the Erie Railway for the week ending June 
15 were : 1873, $414,418 ; 1872, $393,219; increase, $21,199, or 5} 
per cent. 

—The earnings of the St. Louis & Southeastern Railway 
(consolidated) for the first week in June were $29,048.72. The 
earnings of the St. Louis Division for the week were: 1873, 
$16,936.35; 1872, $11,151.55; increase, $5,784.80, or 512 per 
cent. 

—The earnings of the Milwaukee & St. Paul Railway for the 
second week in June were : 1873, $212,403; 1872, $133,217 ; in- 
crease, $79,186, or 594 per cent. 


—The earnings of the Chicago & Northwestern Railway for 
the first two weeks in June were as follows : . 








1872. 1873. 

PL. pcerdsacscaconsssves svavewe $131.943 80 $141.562 20 

Freight. . +++ 320.270 20 448,305 00 

Express. . 8,758 80 8.410 80 

Psa vaccks vw cbncssicctesnvsteds- oieedeuse 7,625 16 1,875 84 

_ eo oe cccccccccccnccoecs . - $468,597 96 $606,153 84 

i a increase this year over last was $137,555.88, or 29} per 
cent. 


—The number of through passengers carried over the Cen- 
tral Pacific Railroad during the month of May was: Eastward, 
2,799; westward, 6,025; total, 8,824. As compared with the 
some month last year there is an increase of 2,038 (286 east- 
ward and 1,752 westward) passengers, or 30 per cent. 

—The earnings of the Great Western Railway of Canada for 
the week ending June6 were : 1873, £23,452 ; 1872, £21,186 ; in- 
crease, £2,266, or 103 per cent. ‘ 

—The earnings of the Grand Trunk Railway of Canada for 
the week ending June 7 were: 1873, £36,900 ; 1872, £35,300 ; in- 
crease, £1,600, or 44 per cent. 

—The earnings of the Kansas Pacific Railway for the week 
ending June 15 were: Passengers, $30,411.45; freight, $38,- 
855.13; mails, $2,055.31; total, $71,321.89. Of this amount, 
$8,110.64 was for transportation of troops, mails and govern. 
ment freight. 








THE SCRAP HEAP. 


Sleeping Oars in Germany. 

A Potsdam letter, dated May 26, says: ‘To-day the three 
first cars of the ‘Compagnie internationale de wagons lits’ 
(International Sleeping-Car Company) passed our station, on 
their way to Berlin. These are to be AR for the express trains 
between Berlin and Ostende, and are fitted with all imaginable 
luxury. We get into anentry, arra for the servants ; on the 
right is the first and on tire left is the second class. They contain 
besides the comforts for the journey by day complete arrange- 
ment for seven sleeping places, including washing apartments 
and closets, and are connected by telegraph wire to the places 
where the servants stay, and are fitted out with more luxury 
than the finest cabins of the best steamers. So carefully has 
provision been made for every need that the berths are sup- 
plied with small steps to descend. To travel in one of these 
cars three days and three nights is no trial even to feeble and 
sick passengers. The Berlin-Potsdam-Magdeburg Railroad 
Company has bought a considerable number of these cars, 
which make the journey to the celebrated bathing-place of 
Ostende very pleasant to the public.” 


Corrosion of Stay-Bolts. 


Mr. John Cochran, of New York, has taken out a patent for 
preventing the corrosion of stay-bolts in boilers by case harden- 
ing them, which, he says in his specifications, will make them 
as durable as plate iron. 


Trial of a Light Rail. 


The Mobile & Ohio Company has laid in its yard in Mobile 
100 yards of a light rail invented by Mr. H. G. Angle, of Chica- 
go. Therai!, which weighs 25$ pounds per yard, is rolled nearly 
in the form of a common angle-iron, and bolted on a stringer 
of wood, 5 by 6 inches, which is spiked down to the ties, from 
which the ordinary rails have been removed. Should it stand 
the severe test to which it is subjected in the yard, the com- 
pany will lay it on all its branch lines.* The cost is stated to be 
about 30 per cent. less than that ofa 50-pound T rail. 





Manchester Locomotive Works. 

About 600 men are now employed at this establishment at 
work on orders for the Wilmington & Weldon, Charlotte, Colum- 
bia & Augusta, Montpelier & Wells River and Grand Trunk 
ro 








OLD AND NEW ROADS. 
[CONTINUED FROM PAGE 261.] 


Texas & Pacific. 


A et meen says that regular trains are now running from 
Shreveport west to Gladewater and from Dallas east to Terrell. 
The depots and water tanks are all completedand in order and 
the necessary sidings Jaid. The gap of 54 miles between the east 
and west ends of the track is all graded and bridged, and it is 
expected that the two parties of track-layera will meet at the 
Sabine River about August 1. Track-laying will then be com- 
menced on the Trans-Continental Division from Sherman east- 
ward, and also on the line from Jefferson south to Marshall. 


Ohicago & Pacific. 


A suit was lately brought against this company in the United 
States Circuit Court at Chicago, by W. G. Wiley, a stockholder 
of the Chicago & Northwestern residing in New York, to re- 
strain the company from condemning a portion of the North- 
western’s right of way at Elgin, Ill. This is substantially the 
same case that was recently decided in favor of the Chicago & 
Pacific in the Kane County (Ill.) Circuit Court. In the United 
States Court, Judge Drummond gave his decision June 19. He 
refused to grant the injunction, and while criticising somewhat 
the decision of the State Court, he decided that the United 
States Court had no right to interfere with that decision, or to 
review it. The remedy open to the Northwestern ws. or 
to its stockholders was an appeal to the Supreme Co of the 
State, and not to the United States. - 


Oanada Pacific. 

The Toronto (Canada) Mail of June 21 says: ! 

‘* We are informed on good authority that a meeting of the 
Directors of the Canada Pacific Railway Company has been 
called for the 4th of July in. Montreal, to ratify an agreement 
entered into with parties in England. It is believed that the 
agreement is of a kind which will commend itself to the board, 
and that the country may confidently look forward to the success 
of the enterprise.” 

The London correspondent of the Toronto Globe in a recent 
letter stated that the financiers with whom the company was 
negotiating for a part of the money needed had required the 
company to obtain some further authority from the Canadian 
a in order that the English capitalists might be fully 
secured. 


Central Pacific. 


A late San Francisco dispatch says: “The sale of the interest 
of Huntingtonaud Hopkins in the Central Pacific Railroad is 
80 nearly consummated that it is given out that the new board 
of directors will take charge of the road on July 1. Huntington 
and Hopkins retain one share each, and remain, for the pres- 
ent, in the buard. The new board will be as follows: Leiand 
Stanford, President, and Messrs. D. O. Mills, Wm. Sharon, C. 
es Michael Reese, Mark Hopkins and A, A. Cohen, 

irectors.” 


Buffalo & Jamestown. 


The en yey of the city of Buffalo has issued to this com- 

pany $75, of the bonds voted to the road, in exchange for a 
ike amount of the stock of the company. 
Oincinnati Southern. 

It is reported that the Southern Security Company is making 
effurts to secure the adoption of the line to Knoxville instead of 
that to Chattanooga. In case the Knoxville line is adopted, it 
is said that the company will bid for and, if possible, secure the 
contract for the construction of the line through Kentucky. 


New York Oentral & Hudson River. 

The substitution of steel for iron rails in both tracks between 
Albany and Buffalo is completed, the last steel rail having been 

ut down lest week near Oneida, The Hudson River Division 

as been laid with steel for several years past. 

The Saratoga special express on the Hudson River Division 
was put on June 23. Itleaves New York at 9:30 a. m., and ‘Sara- 
woes, at 3p.m. A special train to Saratoga is also run on 

undays. 


Railroad Taxation in New Jersey. 

The State Commissioner of Railroad Taxationin New Jersey 
recently notified the different companies interested of the as- 
sessments made on their property in Hudson County, and re- 
quested them to appear before him, as required by ths new law, 
and present their statements. Only one company, the Morris 
& Essex, appeared. The various companies whose roads pass 
through Fissex County have been notified to appear June 24. 
Under the law, the State Commissioner receives the assess- 
ments made by the county or city assessors, and, after hearing 
the statement of the company, fixes the valuation. 

It is understood that legal steps will be taken to test the va- 
lidity of the law, and for that reason the railroad companies 
have refused {o comply with it. 


New Haven, Middletown & Willimantic. 
The ballasting of the road is complete and local trains are 
running to East Hampton. The through trains from Bostun to 


New York will be put on as soon a3 the necessary rolling-stock 
can be procured. 


Pittsburgh, Fort Wayne & Chicago. 


The contract for the grading and masonry for 15 miles of the 
second track between Mansfield and Crestline has been award- 
ed to Stanley & Brother, of Conneaut, 0. The same parties 
have also a contract for grading second track on the Lake 
Shore & Michigan Southern, between Elkhart and Laporte. 


Regulating Freight Rates in Delawafe. 

The Court of Errors and Appeals of Delaware have pro- 
nounced unconstitutional the section of the railroad tax bill 
which provided for the regulation of fares and freights. The 


bill provided that all charges should be in proportion to the 
distance. 


Untied States Railroad Mutual Life Insurance Associa 
ion. 


The fourth annual convention of this Association was held in 
St. Louis June 18, a large number of delegates being present. 
The report of the Secretary showed the receipts to have been 
$3,883.32, which included $781 entrance fees. The nditures 
had been $2,132.33, and there was a balance of $2,112 in the 
hands of the Treasurer. During the year $32,926 was collected 
on assessments, and $31,155 paid to the families of deceased 
members. There had been twenty-one deaths. The Associa- 
joan A has members among the employees of 134 different rail- 
roads. 

Several amendments to the constitution were proposed and 
acted upon. A proposition to extend the limit of insuratice 
from $3 to $5,000 was laid over to the next convention. 

The following officers were chosen for the ensuing a: 
President, Franklin Fairman, Chicago; Vice-PresiJjents, H. 8, 
De Pew, St. Louis, Alton & Terre Haute Railroad ; W. Beadle, 
New York, New Haven & Hartford; J. E. Carnell, Kansas Pa- 


J.E 1 
cific ; John W. Renner, Pittsb Cincinnati & St. Louis ; H. 
oC. Inman, Jefferson, Madison & Sune Executive Com- 
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mittee, W. H. Stennett, Illinois Central; Chas. McGinley, Phil- 
adelphia & Reading; O. P. McCarty, Indianapolis, Blooming- 
ton & Western; E. T. Roberts, ores iy * Wilmington & 
Baltimore; P. H. Murphy, Illinois Central. Finance Commit- 
tee, D. McKnight, Pennsylvania; Morton Mills, West Jersey ; 
T. W. Dunn, United Railroads of New Jersey. 
The next convention is to be held in Ric 
third Wednesday in April, 1874. 


New Bedford. 


The extension of this road from its former terminus in New 
Bedford to tide water is substantially complete and will be 
opened with a celebration which is to take piace June 30. 

A new freight line has been orgamzed to run from Lowell, 
Mass., to New York, 4 ! way of New Bedford, going from New 
Bedford to New York by steamer. 


Vermont Central. 


The petition of the trustees of the Vermont Central and Ver- 
mont & Canada roads, and of the new Central Vermont Com- 
pany, to have tho Central Vermont Company appointed Receiver 
of the road and the trustees relieved from the charge, came up 
before Chancellor Royce, at St. Albans, June 12. Representa- 
tives of the Vermont Central and Vermont & Canada bondhold- 
ers asked for a delay in relieving the trustees of their obliga- 
tions until they should file and settle their accounts. After 
hearing arguments, the case was adjourned until June 19. 

After the adjourned hearing, the Court decided to grant the 
petition, and the Central Vermont Company was appointed Re- 
ceiver of the road. ‘he property will be transferred to its pos- 
session as soon as possible. 

By agreement the petition of the Vermont & Canada Com- 
pany for leave to bring suit inst the trustees for arrears of 
rent was lelt open to be heard hereafter. 

The bridge over the Winooski River near Waterbury, Vt., 
which was about 430 feet long, was destroyed by fire last week, 
having caught from sparks from a locomotive. A temporary 
trestlework on which trains could pass over the river was con- 
structed by Mr. C. H. Clark, Master Bridge Builder, in 29 
working hours. Much of the timber was brought from Canada. 


Dividends. 


Tas Delaware, Lackawanna & Western Company (lessees) 
will pay tho regular semi-snaual dividend of 3} per cent. on the 
stock of the Morris & E3s2x Railroad Company July 1. 

The Delaware, Lackawanna & Western Rai!road Company 
will pay a dividend of 5 per cent. July 15. Transfer books will 
be reopened July 21. 

A dividend of 3} per cent. on the preferred stock of the Chi- 
cago & Northwestera Company has been declared, payable 
: sd - Trausfer books will bo closed June 23 and reopened 

uly 15. 

A dividend of 3 per cent. onthe stock of the Syracuse, 
Binghamton & New York Railroad Company (whose road is 
leased by the Delaware, Lackawanna & Western Company) will 
be paid July 1. 

The regular quarterly dividend of 2} per cont. on the stock 
of the Uaited New Jersey Railroad & Canal Company will be 
paid on and after July 10. 

The Second Avenue (New York) Railroad Company will pay a 
dividend of $2 per share July 10. 

Wells, Fargo & Co. divide 5 per cent. July 5. 

The Illinois Central pays its usual half-yearly dividend of 5 
per cent. August1l. Transfers close July 15, 

A dividend of 5 per cent. will be paid on the stock of the Nor- 
wich & Worcester Railroad Company July 7. 


New Jersey Midland. 


This company advertises for proposals for $600,000 of con- 
solidated mortgage bonds of the company. The bonds have 50 
years to run, bear 7 per cent. interest, payable ge meee 
and the interest and principal are payable in gold. Proposals 
in amounts not less than $10,000 will be received at the Treas- 
urer’s office, No. 25 Nassau street, New York, up to noon of Juiy 
8. Acertified check for 5 = cent. of the amount proposed for 
must accompany each bid. The bonds will be ready for de- 
livery July 9. The ae states that ‘‘ these bonds are se- 
cured by a mortgage upon the road, with its water front, ferry 
and franchises, which provides for the funding and retiiing of 
the present indebtedness of the company, for- improving, de- 
veloping the water front and docks at Weehawken, for double- 
tracking the main line of the road with steel rails, and for ex- 
tending the road to the connection with the coal fields at the 
Delaware River.” 

The road, which is now operated under a temporary lease by 
the New York & Oswego Midland Company, is about 72 miles 
long, from the junction with the Pennsylvania Railroad, near 
Jersey City, to Unionville, N. Y. There is, we believe, a first 
mortgage of $3,000,000 and a second mortgage of $1,500,000 on 
the road. The authorized capital stock is $2,000,000, of which 
at last reports $1,600,000 had been paid in,making the whole capi- 
tal acco-nt $6,100,000, or about $85,000 per mile. The company 
has published no statemnt of its condition recentiy. 

Eastern. 


The bill authorizing the building of the short cut or branch 
line to connect the Portsmouth, Great Falls & Conway road with 
the new Portsmouth & Dover road has passed the New Hamp- 
shire Legislature. 

It is said that this company, in connection with the Maine 
Central and Portland & Rochester, will shortly build a new 


and handsome passenger depot on the Back Bay, at Portland, 
Maine. 


Portsmouth & Dover. 


The work on this road is being rapidly pushed forward. The 
foundations of the bridge over the Cocheco, which will bs 
about 475 feet long and 50 feet above the water, aro being laid. 
The bridge will have three spans. 


Salina, Atlanta & Raymond. 

Acorrespondent informs us that the construction of the 
whole of this road is under contract. The line of the road is 
trom Salina, Kan. (on the Kansas Pacific, 185 miles west of 
Kansas City), southwest to Raymond, on the Atchison. Topeka 
& Santa Fe road, in Rice County. The road will be 74 miles 
long. The grading and masonry of about 25 miles of the line 
southwest from Salina are completed, some 18 miles of the 
grading having been done by a company known as the Repub- 
hean, Salina & Arkansas Valley. py force is at work on 
the grading through McPherson County. 


Central, of New Jersey. 


Tue second track on the Lehigh and Susquehanna Division 
is nearly finished from Eistoa to Allentown, 17 miles, only a 
quarter of a mile of track remaining to be laid. 


Mansfield, Oold water & Lake Michigan. 
Itis reportel that orders have been given to iron the un- 
finished section, and that work has been commenced west of 


Fostoria, O. The unfinished section is from Tiffin, O., north- 
west to Monteith, Mich. 


Rochester & State Line. 


A committee on behalf of the Citizens’ Association of Roches- 
ter, N. Y., recently made an inspection of the work along the 
whole line from Rochester, N. Y., to Salamanca, 107 miles. 
The grading and masonry on the whole line are well advanced 
and work is gomg forward rapidly, some 1,500 men being at 
work on the road. The application for an injunction, which 
had been made by the Citizens’ Association, to restrain the city 
of Rochester from issuing the $100,000 of bonds voted to the 


ond, Va., on the 


company was withdrawn on receiving the report 5f the commit- 
tee. Pending the application for the injunction, however, the 
company had procured from other sources the money needed 
to meet the monthly payments to the contractors. - } 

A correspondent informs us that William McRae, Patrick 
Laineen and Michael Lally, of Lockport, N. Y., who, under the 
firm name of McRae & Co., were sub-contractors under Messrs. 
Slocum, the genera! contractors, recently absconded to Canada 
after receiving nearly $20,000, their fall monthly cstimate, 
jeaving their men unpaid and numerous other debts, 


Des Moines & Ames. 


The line of this road is now being located and the right of 
way secured. The road is to extend from Des Moines, Ia., 
north about 30 miles to Ames on the Chicago & Northwestern, 
and, we believe, is to be of three-feet gauge. It was partly 
graded some years ago. 


Peoria & Fond du Lac. 


A narrow-gauge railroad is proposed, to run from Peoria, IIl., 
northward to Fond du Lac, Wis., with a branch to Milwaukee. 
Such a road would be about 200 miles long. 


Lehigh Valley. 
The Philadelphia Ledger says: 
**The Lehigh Valley Railroad Company on the 13th inst. ex- 
ecuted a mortgage to the Fidelity Insurance and Trust Com- 
any, as trustees, for $40,000,000, for the purpose of retiring 
he [pene outstanding debt and furnishing means for addi- 
tional facilities demanded by the increased business of the com- 
pany. The bonds are of the denomination of $1,000 each, bear 
6 per cent. interest, pe semi-annually in June and Decem- 
ber, free of all tax, the bond to run fifty yea's, being redeem- 
able in 1923. A condition stipulated is that the amount of the 
said bonds issued is not to exceed the amount of the capital of 
the company. A feature new to this description of investment 
security is a stipulation in the mortgage that if the holder of 
any bond or bonds shall elect, the company shall, within twenty- 
years from date, upon the surrender of all coupons not then 
matured, stamp on the bonds the words ‘ paymeut of principal 
ocr gees and shali register the bond in the name of the then 
older, and thereafter the holder shall not be required to re- 
ceive nor the company to pay the principal of the bond until 
ayment of the principal is demanded by the holder, after de- 
ault in payment of interest ; the interest, however, to be pay- 
able semi-annually, as expressed on the face of the bond until 
the principal shall become due and payable. These provisions 
authorize what may be termed an annuity bond. The present 
funded debt of the company is $11,000,000—$5,000,000 of which 
are 6 per cont. and $6,000,000 7 per cent. bonds—to provide for 
the psyment of which $12,000,000 of the new 40,000, bonds 
are to be appropriated, and either exchanged for the old bonds 
or sold to provide means for their retirement. This new loan 
virtually authorizes an increase of the funded debt of the com- 
pany $23,000,000, though it is not contemplated to extend it to 
the ultimate limit named within the present generation, if 
ever.’ 


Wisconsin Railway Company. 

A company by this name has been formed in Milwaukee for 
the purpose of taking the St. Croix land grant, recently de- 
clined by the Milwaukee & St. Paul, and building the roads re- 
quired in order to obtain the grant. Mr. John W. Cary, At- 
torney for the Milwaukee & St. Paul Company, is President of 
the new company. Immediately on the organization of the 
company a committee was appointed to wait upon the Gov- 
erpor of the State and make the necesaary arrangements for se- 
curing the grant. The Governor, however, required security 
to be given, as provided by act of the Legislature, for the pay. 
ment of-a forfeit of $5,000 per mile for every mile of road which 
might not be —— within the time namod in the act. 
This forfeiture applies only to the main line of the St. Croix & 
Superior road, 60 miles of which must be built this season, 
The company has nof yet decided whether to give the required 
security. 

Many rumors are afloat concerning the company. It is re- 
ported that it would be backed by the Milwaukee & St. Paul, but 
it is also reported that it was organfzed at the instance of that 
company in order to preyent the North Wisconsin Company 
from obtaining the grant. 


Jacksonville, Pensacola & Mobile. 

In a suit as to the ownership of the Monticello Branch (which 
extends from the main line north four miles to Monticello, Fla.) 
before the Florida Circuit Court in Tallahassee, it was decided 
that this road was not subject to sale by the Trustees of the 
Internal Improvement Fund ; that the sale by them of the Pen- 
sacola & Georgia road did not Vex title to the purchasers, and 
that the title of the branch road was conveyed to John McGehee 
as trustee for the holders of the free land bonds, and is subject 
to said bonds. 


Des Moines Valley. 
A dispatch from Des Moines, Ia., dated June 21, says: 
“The execution tor the sale of the Des Moines Valley Railway 


was issued yesterday, and afterward recalled in consequence of 
a doubt as to its legality.” 


Southern Pacific of California. 

The Sacramento (Cal.) Record says: F 

“The engineers of the Southern Pacific Railroad Company 
are running a preliminary line in Los Angeles County, from 
Florence station to Anaheim, by way of Gallatin. ‘wo lines 
have been run from Florence to Gallatin, and the permanent 
route has not yet been decided upon. 


Memphis, El Paso & Pacific. 


It is reported that the representatives of the French bond- 
holders have finally arranged a compromise with the Texas & 
Pacific company upon the following terms: For each share of 
the value of $100, the holder is to receive a title to thirteen 
acres of the Texas land grant, or 75 per cent. in Texas & Pa- 
cific bonds, payable within five years, or 33 per cent. cash. 


Grand Rapids, Newaygo & Lake Shore. 

At the annual meeting of this company in Grand Rapids, 
Mich., June 19, it was stated that the right of way for the exten- 
sion north of Newaygo was secured, and that ten miles ot this 
extension would probably be built this season. 

A resolution authorizing the lease of the road to responsible 
parties was adopted by the stockholders. 


Washington Uity, Virginia Midland & Great Southern. 
The gradiug of tne extension from Lynchburg to Danville is 
now substantially completed, andthe road is ready for the iron. 


Delaware River & Lancaster. 

The engineers of this road have received orders to complete 
the location of the road at once, and it is said that contracts 
will shortly be let. The road is to extend from Lancaster, Pa., 
northeast to the Delaware River, in Bucks County, where it is 
proposed to connect with tho National road. 

Baltimore & Potomac. 

The work of track-laying in the tunnel connecting this road 
with the Northern Centralin Baltimore is progressing rapidly. 
It is expected that trains will begin to run to and from the Cal- 
vert street Station about July 1. 

Washington & Point Lookout. 

This company has commenced to build two branches from 
the point where its road will cross the line of the District of 
Columbia. ‘The two branches together will form a line from 








the Washington Branch of the Baltimore & Ohio, at Hyattsville, 
to the Potomac opposite Alexandria. These branches, when 
completed, are to be leased by the Baltimore & Ohio Company, 
at a rental of $36,000 perannum. The company will issue 6 per 
cent. mortgage bonds to the amount of $544,000 on these 
branches, which will be about 12 miles long. 


Oairo & St. Louis. . 
Trains now run from East St. Louis instead of East Caronde- 


let, as formerly. Between these places the track of the East 
St. Louis, Cahokia & Falling Springs, a third rail being laid. 
Delaware, Lackawanna & Western. 

By the consolidation with the Lackawanna & Bloomsburg Com- 
pany, $1,126,750 of tho Lackawanna & Bloomsburg stock came 
into the possession of this company, in addition to $1,074,100 
previously owned by it, making in all $2,200,850 of this stock. 
The company also owned $895,600 of its own stock, held in 
trust. At a meeting of the directors held in New York, Juno 
23, the follow resolutions were passed : 

** Resolved, That the stock of this company be now issued to 
represent the said stock of the Lackawanna & Bloomsburg 
Railroad Company, and that it, and the said stock of this com- 
pany now held in trust, be offered to stockholders at par in the 
ratio of one share to every seven shures by them respectively 
held on the 20th day of Juno instant, the same to be paid for at 
the office of the company, on or before the 5th day of July next. 


** Resolved, That stockholders who do not pay for the stock 
allotted to them by the 5th day of July next, will be considered 
as declining to take it, and forfeit all right thereto. 

** Resolved, That the transfer books be closed from 3 o’clock 
in the afternoon of the 20th day of this month until the morn- 
ing of the 2ist of July next.” 

The total amount of stock thus to be allotted is $3,096,450, 


but there is no increase of the total capital stock made by this 
action. 


Oayuga Lake. 

A suitis now pending before the United States Court at 
Canandaigua, N. Y., to recuver interest on bonds issued to this 
company by the town of Springport, N. ¥Y. The bonds in ques- 
tion, amounting to $100,000, were issued by the commissioners 
of the town of Springport, about two years since, an injunction 
being pending at the time. The Court of Appeals of New York 
recently decided that the bonds are null and void. 


Blue Ridge, 


A compromise between the contending creditors of this com- 
pany has been made, and James P. Low and J. P. Sothern ap- 
— assignees in bankruptcy. It is said that the road will 

e sold as soon as possible to parties who will complete it. 


Sibley & Dakota. 


This company, which recently filed its certificate of incorpo- 
ration with the Secretary of State of Iowa, proposes to build a 
railroad and telegraph line from Sibley through Rock Rapids to 
the north or west ling of Iowa, and thence upon the most prac- 
ticable route through Dakota or Southern Hieneets and Da- 
kota to some convenient point of connection with the Northern 
Pacific Railroad not further west than the 113th meridian of 
longitude. The capital stock is to be $600,000, with the right 
to increase to $2,000,000. 


Fort Wayne, Jackson & Saginaw. 

The Jackson (Mich.) Citizen of June 17, says: “The resuit of 
the failure of the proposed consolidation of the Fort Wayne, 
Jackson & Saginaw, the Detroit, Hillsdale & Indiana and the 
Detroit, Eel River & Illinois companies is seen in the fact that 
freight from the south bound to Detroit, etc., now comes to 
this pointagain. During the provisional arrangement it left 
our line at Banker’s and went eastward over the Detroit, Hills- 
dale & Indiana. Of course the main business of the line will 
be transacted here. The sleeping cars on the Indianapolis ex- 
press, hitherto sent via Ypsilanti over the Detroit, Hillsdale & 
Indiana, will hereafter come out on the evening express to this 
point and will here be transferred to the Fort Wayne train.” 

It is said that this company has given orders to allow none. 
of the Detroit, Eel River & Illinois trains to pass over the road 
from Auburn (the junction with the Eel River road) to Bank- 
er’s, 

Erie. 

Much complaint is mid; all along the line with the present 
arrangement of trains. By the summer time-table the facili- 
ties for travel were decreased instead of being increased, as is 
usual in thesammer. Oa the Newburg Branch, the morning 
and evening express between Newburg aid New York was 
taken off and nearly all the commuters havo since left the 
road and travel by the Hudson River road or by steamboats. 
On the Newark Branch, the travel has decreased more than one- 
half, and the same report is made from other points where 
there are competing lines. 

A deputation from the Paterson Board of Trade recently had 
an interview with President Watson with reference to obtain- 
ing Letter facilities for travel and better station accommoda- 
tion. The interview had no immediate results, though many 
promises were made for the future, when the gauge of the road 
should be chauged. Paterson furnishes a larger amount of 
business to the road than any other station between New York 
and Buffalo, but the station accommodations, both freight and 
passenger business, aro entirely insufficient, the passenger de- 
pot especially being simply disgraceful to the company. 
Canton Company. 

This compavy has authorized anissue of $5,000,000 6 per cent. 
gold bonds, a portion of which, it is stated, are to be used in 
the purchase of a controlling interest in the Western Maryland 
Railroad. It is reported that the City of Baltimore, which owns 
a large interest in the road, is willing to sell that interest to 
the Canton Company for $300,000, provided the latter company 
will complete the extension from Hagerstown to Williamsport, 


Toronto, Grey & Bruce Railway. 


The first train ran through to Owen Sound on the 14th of 
June. The road will not be formally opened for some time yet. 


Missouri, Kansas & Texas. 

This company having taken possession of the Hannibal & 
Central Missouri Railroad (Hannibal to Moberly, 70 miles) and 
having put in order its new Eastern Extension (Moberly to 
Sedalia, Mo., 53 miles) has made the two sections into a divi- 
sion called the ‘‘ Eastern Division,” with M. M. Towne, at Han- 
nibal, as Division Sup :rintendent. 
The Louisiana Bridge. 

The Kellogg Bridge Company, of Buffalo, is constructing for 
this bridge, which is being built for the use of the Chicago & 
Alton Railroad Company across the Mississippi at Louisiana, 
Mo., a pivot draw span 442 feet long over all, making two clear 
openings of 200 feet, also one span of 252 feet, and one span of 
222 feet from center to center of piers. It is expected: that 
these will be completed by November 1. 


Stockton & Ione. 


This company has completed a contract with H. B. Platt, of 
San Francisco, to build the road from Stockton, Cal., to Ione. 
page is - be commenced as soonas $100,000 is subscribed to 
the stock. 


West Wisconsin. 


It is said that this company intends to build a branch line 
from Eau Olaire, Wis., northeast 12 miles to Chippewa Falls. 











